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THE GRAIN RATE DECISION 

The Interstate Commerce Commission and the 
country are to be congratulated on the decision in the 
grain rate case, frequently called the Kansas grain case, 
on account of the prominent part taken in it by the Kan- 
sas commission. It settles, not only the question as to 
whether grain is paying more than its proportion of 
railroad revenue, but also the question, so far as the 
Commission is concerned, as to whether the railroads 
should be compelled to forego a part of the revenue to 
which they are entitled in order to assist an maaetry 
that may be in financial straits. 

It is unfortunate that the decision could not have 
been by a larger majority than six to five, but, on what 
we consider to be the main question, the majority was 
really seven to four, for the dissenting opinion of Com- 
missioner Lewis, while holding, against the majority, 
that the rates on grain were out of proportion to other 
rates, was logical and forceful in support of the fact that 
the carriers are not earning what the Commission itself 
has found, under the law, that it is necessary they should 
earn, and the conclusion, resulting from that fact, that, 
if rates on one commodity are reduced, there must be a 
corresponding increase in other rates. It is a question 
of figures and reasoning from those figures as to whether 
grain rates are out of proportion, and Mr. Lewis is not 
to be criticised in that respect for the conclusion he 
reaches. We think he is wrong on that phase of the 
matter, but we think he is eminently correct and sound 
on the broader and more important phase of the problem. 
To quote briefly from his clear exposition of the matter, 
he says: 

“We, however, have duties under section 15a, as well 
as under section 1, and are faced by the fact that the 
Carriers’ net return has not been and is not now as great 
as is contemplated by law or is necessary for the main- 


161 


tenance of an adequate system of transportation. There- 
fore, what is called for in this instance is readjustment 
of rates rather than reduction of revenues. The reduc- 
tion on grain, therefore, should be accompanied by in- 
creases of rates on other traffic to an extent to equal 
revenue loss occasioned by the reduction. The carriers 
should be told to file such compensating increases and 
be given assurance that they would be acted on with 
such promptness that their 1924 revenues would not be 
materially reduced, their credit affected, or the solvency 
of the weaker carriers menaced by reason of such read- 
justment.” 

Though, as we say, we are not in agreement with 
Mr. Lewis’s conclusions that grain rates are too high in 
proportion to other rates, we find no flaw in the rest of 
his findings, except that we believe that he and others 
overestimate the benefit to the farmer that would re- 
sult from a reduction in grain rates, and so, even on 
the theory that there should be corresponding increases 
on other commodities, go to too great lengths in de- 
manding a readjustment of rates in order to help agri- 
culture. But it is a pleasure to read such ideas coming 
from a man who favors the proposed reductions, as com- 
pared with the vaporings of the demagogues who would 
help the “poor farmer” at any cost, warranted or unwar- 
ranted, and as compared with the reasoning of some of 
his colleagues who dissented with him from the opin- 
ion of the majority. 

For instance, Commissioner McChord, with Com- 
missioner McManamy concurring, thinks the proposed 
reductions ought to be made, but that they should ‘ 
no way be conditioned upon contemporaneous offsetting 
increases in rates on other traffic. It would be the ap- 
propriate time to consider that question when, the reduc- 
tion in rates on grain and grain products having been 
made effective, and the results on the carriers’ revenues 
practically determined, the carriers shall have petitioned 
for increases and have shown that they are entitled to 
them.” 

In other words, though it is known that the reve- 
nues of the carriers have never approached the level 
fixed by the Commission, under the law, as fair, and 
that the proposed decrease in grain rates would further 
deplete their income, nevertheless, the burden ought to 
be on them to show, after the decrease had gone into ef- 
fect, that they were suffering, and to obtain the neces- 
sary relief, if they could, through the ponderous methods 
prescribed by law. If we hit you in the eye with a well- 
aimed brick we are not supposed to know that it will 
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July 26, 1924 
hurt you until you make complaint, nor can we do any- 
thing to heal the injury until that complaint is made in 
due form. 

Mr. Eastman, also dissenting from the view of the 
majority, though in doubt about many things, discusses 
the theory that the rates on grain and other so-called 
basic commodities can and should be reduced at the ex- 
pense of rates on other commodities of less basic im- 
portance and higher value. He is not inspired, he says, 
with confidence in the practicability of this theory, but 
he thinks it desirable and in the public interest that the 
country should know whether it is sound and construc- 
tive or whether it is merely a bit of political hypocrisy. 
Therefore, he thinks it should be tried and he is sorry 
it is not to be tried in this case. Heaven defend us from 
a Commission that will try experiments, with no con- 
victions as to what the results will be or ought to be, 
merely for sake of finding out whether they will work. 

Mr. Eastman, by the way, in one part of his dis- 
senting opinion, remarks that he is not a devotee of 
“private initiative in the public business of maintaining 
and operating’the nation’s highways.” ‘That is not par- 
ticularly important in this case, but it is interesting to 
know that this member of the Commission is frankly 
not in accord with the present government transgorta- 
tion policy, which is private ownership and operation 
under government regulation. 

Commissioner Campbell’s dissenting opinion is a 
characteristic speech in favor of the downtrodden far- 
mer, and he repeats the McChord fallacy that, after the 
grain reductions were made, if developments indicated to 
the carriers that they were entitled to additional revenue, 
they could suggest a rate revision for the consideration 
of the Commission on a record that would enable that 
body to protect the interests of the general public. 

In view of criticisms in some of the western papers 
that the Commission represents the interests of the east 
and is milking the western cow for the benefit of that 
supposedly effete section, it is interesting to note that 
Commissioners Hall, of Colorado; Meyer, of Wisconsin ; 
Aitchison, of Oregon; and Esch, of Wisconsin—four of 
the six who made the majority report against the pro- 
posed rate reduction—are western men. Only two of 
the six—Potter, of New York, and Cox, of New Jersey, 
are eastern men. Of the five dissenters, McChord is from 
Kentucky, Lewis is from Indiana, Eastman is from Mas- 
sachusetts, Campbell is from Washington, and Mc- 
Manamy is credited to the District of Columbia. 

A majority decision the other way would have cre- 
ated a stupendous blunder, although it might have been 
acclaimed as evidence that the Commission’s “heart was 
in the right place” or some twaddle like that. A vote for 
a ten percent reduction, it is almost certain, would have 
thrown two or three railroads into the hands of re- 
ceivers. Not one farmer would have obtained a benefit 
that would have offset the ill effect on him of a receiver- 
ship for one road. 


It may be that unwise enterprise on the part of some 
of the roads that are encountering heavy financial 
weather caused their trouble, but what benefit would have 
accrued to the farmers by forcing them into receiver- 
ship? Possibly the unhappy plight of the farmers is not 
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due at all to foolishness on their part. Granting that 
not one of them speculated in land and helped bring 
about that unhealthy condition that has resulted in the 
wrecking of hundreds of banks in the grain-growing 
country, what good would it have done them to have 
forced one railroad into bankruptcy? 


Assuming, however, that forcing one railroad into 
the hands of the courts would have done the distressed 
farmers some good, even to the extent of five cents an 
acre, what about the rest of the country? Did the far- 
mers now in distress raise the money that built the dis- 
tressed railroad? Hardly. The whole country contrib- 
uted. The whole country, therefore, was to be consid- 
ered. Railroad bankruptcy is no more to be desired 
than farmer bankruptcy. The country regulates the 
railroads. The farmers regulate themselves. Railroad 
regulation has been fairly successful because it has the 
minimum of politics mixed with it and because, with few 
exceptions, the personnel of the regulating Commission 
has been first class. Absence of politics and presence of 
men with backbones have saved railroad regulation from 
the slough into which most things governmental fall. 
Remembering those things, what good would have come 
to the country, as a whole or to any considerable part of 
it, from a decision which, even if it had not forced any 
receivership, would, at least, have caused embarassment? 

A reduction in rates on grain, announced just at this 
time, would have subjected the Commission to well de- 
served ridicule. A reduction decision could not have 
been based on a conclusion that the rates were oppres- 
sively high and, therefore, to be reduced regardless of 
the condition of the railroads. It could not have been 
based on anything other than relative unreasonableness, 
one test for the ascertainment of which is the price at 
which the commodity sells. Just at the time the re- 
port was announced wheat was selling at $1.27 a bushel 
and corn at something more than $1.09. At those prices, 
the dollar of the farmer, which for a long time had been 
below par when measured by the prices the farmer had to 
pay, had returned to par, when measured by wheat, and 
to about 104 when measured by corn. The base is the 
price in 1913. That is the base used by the Bureau of 
Labor Statistics, the governmental agency that publishes 
such figures. Grains as a whole, in June of this year, 
were 126.5 percent of the 1913 average. Farm products, 
as a whole, were 134 percent of those in 1913. Hogs held 
the average down, while cotton and lambs pulled it up. 
The average on cotton, middling, at New Orleans in 
June, was 234.6 percent and western lambs, good to 
choice, were 188.9 percent of the base price. Cloths and 
clothing at 187.2, woolen and worsteds, at 206.3, anthra- 
cite at 218 percent, soft coal at 204 percent, building ma- 
terials at 172 percent, and all commodities at 144.6 per- 
cent above pre-war, has tended to make the grain far- 
mer uncomfortable, just as the “white collar” job man 
has been more or less miserable since the nominal end 
of the war in 1918. House furnishings at 259.5 percent 
and taxes more than doubled are not to be forgotten 
when the cook breaks a cup or saucer, or the laundry 
shows how easy it is to convert bed sheets into dust rags. 

It would have been ridiculous for the Commission 
to have come along with a report and order requiring a 





164 THE TRAFFIC WORLD 


reduction of 10 percent at this time, adding a mite of 
$20,000,000 taken from the railroads to the $1,000,000,000 
increase in the value of farm products caused by the up- 
ward bulge in the prices of grains, announcement of 
which was made on the same day the Commission pro- 
mulgated its report denying the prayer of the Kansas 
commission. It would have been ridiculous because, 
among other things, the railroads involved were also 
suffering on account of the high cost of their living, not 
so much as the farmers who bought land, appraised on 
war-time revenues, from wheat at about $2.30 a bushel, 
but because the government, through the permission of 
the Railroad- Labor Board, had allowed increases in 
wages, without making any provision for the railroads 
to recoup that addition to their operating costs by means 
of increases in rates as great as the increases in wages. 

The decision is a fine example of the value of mak- 
ing haste slowly. The tendency of prices in this country 
has been upward, ever since 1897. Demands for reduc- 
tions, either in freight rates or in wages, before being 
honored, should be buttressed by the most convincing 
array of figures that can be assembled, not about one or 
two things, but about all commodities in all parts of the 
country. They should cover, not one, but three or four 
years. One year is not enough in dealing with a thing 
like a freight rate. A freight rate comes near being like 
a law of the Medes and Persians. It responds slowly to 
the law of supply and demand. It responds, of course, as 
do all things, but its response is held in check by statute. 

If rates are to be made to fluctuate in accordance 
with prices, then the railroad executives must be left free 
to guess as to the proper price to put on the only com- 
modity they have to sell, just as the buyers and sellers 
of other commodities are free to make their own market. 
They must be free to make or break themselves, even as 
farmers are permitted to do. But with that freedom 
must come the freedom to contract with their employes, 
even as the farmers are free to contract. So long, how- 
ever, as the railroad managers are held in check by a 
statute that limits the prices they may demand to the 
figure fixed by a body such as the Commission, there 
must be provision for their protection such as section 
15a, or vigilant courts to hold regulating bodies to the 
rule that private property must not be taken without 
just compensation. 

Railroad rates on grain may be considerably above 
the level of rates in 1913 but, if they are, the railroads are 
not to blame for that. They did not control their oper- 
ating expenses. If the farmers see fit to cooperate with 
men like LaFollette, who always backs the railroad la- 
borers in their demands for higher pay, they should be 
prepared to make the sacrifices necessary to make the 
railroad laborers a special, privileged class. 


EDUCATIONAL PROGRAM NEEDED 


Editor The Traffic World: 


Out of four years earnest effort to serve as traffic manager 
for several commercial and industrial institutions, have come 
several convictions regarding a traffic manager’s work, his 
obligations, and his field of usefulness. The most prominent 
conviction will be committed to this article for your consider- 
ation. 

There exists, fundamentally, a very distinct relationship be- 
tween the carriers and their patrons, with which all real traffic 
men are acquainted. The carriers are fully informed on every 
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phase of the relationship, but the patrons, with a few rare 
exceptions, are not; and this is in nowise a reflection on the 
patrons. 

This lack of information on the part of the patron is, I be 
lieve, the predominant barrier to pleasant transactions between 
the shipping public and the carriers. The charge that may be 
fairly brought against the patrons is their apathetic attitude 
toward the subject. In this they create many insidious leaks 
in their business—leaks that no one but a traffic man can 
locate, but very few of them will give him a chance to do it. 

The carriers, constituting the second largest business in 
the world, on the one hand, and the great shipping public, on 
the other, with a few exceptions, where individual traffic depart- 
ments are maintained, have, as their common point of contact, 
a truck driver and a receiving clerk, neither of whom may be 
assumed to be educated in traffic work. The shipping clerk and 
the railroad billing clerk, only one step removed from the point 
of contact, are very littke informed beyond the first two men- 
tioned. Very few shippers and receivers of freight shipments 
give any serious thought to the transportation of their property. 

I believe it would prove to be practical economy and good 
business for the carriers, working with such organization as the 
National Transportation Institute and the regional advisory 
boards, so both sides would be equally represented in the move- 
ment, to undertake some educational program having for its 
object the instruction of the shipping public on the detail, and 
justificataion therefor, of their various transactions with car- 
riers in the regular routine of their business. 

Traffic men well trained by experience and technically edu- 
cated could be sent out as investigators and lecturers. They 
must have a vision of the work to be done. By going into a 
city and personally visiting the various stores: and industries, 
they would find many erroneous practices and these could be 
used in their address, for illustration. The meetings could be 
arranged through the local industrial organizations or chambers 
of co erce. 

’ e, such a program would consume a lot of high priced 
time and cost a lot of money, but the economic gain would be 
worth many times the cost. 


Will C. Pike, Traffic Management Service. 
Muncie, Ind., July 22, 1924. f 
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PRAISE FOR -THE BULLETIN 
Editor The Traffic World: 

Aristole, so the story goes, devised for Alexander, the 
Great, a magic mirror which would fit the palm of his hand. 
Looking into this, the whole world and, incidentally, what the 
commercial and military activities were, could be seen. 

Every time the calculating eye looks into The Traffic Bul- 
letin the story of Alexander’s magic mirror reminds itself. 
F. A. Parker, Traffic Manager, 

The Columbia Mills, Inc. 


* 


New York, July 22, 1924 


VALUATION OF RAILROADS 


Had Senator La Follette bought a farm twenty-five years 
ago and gradually improved it:so that in 1907 it had cost him 
$13,000, and since that time he had further improved it by 
building a garage, silo and other buildings so that at the present 
time his total investment was $22,000, on which investment 
the government had placed a valuation of $20,000, declaring the 
owner to be entitled to a net income of 5% per cent on that 
valuation; and, not withstanding his efficient and economical 
management, the Senator had never been able to earn the 5% 
per cent to which he was entitled, and then the railroads were 
to insist that the valuation of his property was too high and 
that $7,000 of it should be wiped out, leaving the valuation on 
which he might earn 5% per cent at $13,000, can there be any 
question as to how the Senator would feel about it? Could 


he not justifiably claim that a part of his property had been 
confiscated? 


This question was asked by George G. Boardman, secretary 
of the Western Railways’ Committee on Public Relations, speak- 
ing before the Presidents’ Conference Committee, Federal Val- 
ation of Railroads, at their meeting in Chicago, July 24. He 
contended that this situation would be parallel to that which 
now confronts the railroads, for, by the addition of six ciphers 
to the above figures, they would represent the railroad valua- 
tion situation today. If it is fair for the radical politicians, 
of the La Follette stripe, thus to confiscate the property of al- 
most two million owners of railroad stocks and bonds, why is 
it not fair for the railroads to demand the confiscation of Sena- 
tor La Follette’s farm, he asked. 


The investment in American railroads, which was $13,000,- 
000,000 in 1907, has increased to over $22,000,000,000 at this time, 
but the Commission has placed a valuation on them of about 
$20,000,000,000; but even this does not satisfy Senator La Fol- 
lette and his associates, who are now seeking to reduce this 
valuation to $13,000,000,000, he said. 
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Current Topics 
in Washington 





False and Misleading Laws.—In practically every statute 
there is something, that, in the language of the foods and drugs 
act, is false and misleading. Nostrum makers, until that act 
went into effect, misled the afflicted into believing their harm- 
less concoctions of cheap wine and a few chemicals. would 
cure cancer, anthrax, consumption, and other diseases which, 
thus far have been too much even for the diligent scientific 
research men whose work is rendered possible by the unstinted 
contributions by John D. Rockefeller. Makers of statutes 
usually do not do much misleading by the labels they put on 
the statutes they write into the books. They mislead by the 
thundering they do about the things they are about to write. 
Take the transportation act, for instance. That was not in- 
tended to mislead, but it has misled many honest souls. They 
have also been mislead by the lies of dishonest men in high 
placed, as, for instance, the iteration and reiteration that sec- 
tion 15a gives the railroads a guaranty. That is the widest 
spread of fib in the country. It will be repeated from the 
platform in a thousand or more places this fall, not merely 
by La Follette men, but by men asking for the election of 
John W. Davis and Calvin Coolidge. The statute itself does 
not do any misleading about guaranty, because there is nothing 
plainer on earth than that the mandate of the section is that 
the Commission try to make rates so as to give the railroads 
a fair return on the value of the property they devote to trans- 
portation. But paragraph 21, of section 1, comes pretty near 
misleading those who read it. It authorizes the Commission 
to order the extension of the lines of railroads subject to its 
jurisdiction when the public convenience requires and when the 
expense involved will not impair the ability of the road to 
perform its duty to the public. The implication in that language 
is that railroad companies have refused to extend their lines 
even when the public convenience required and they have 
reasonable assurance that the extension would pay. Yet it 
was so notorious, when the act was passed, that the assets of 
railroad companies, frequently, were being wasted by the ex- 
tension of their lines, that a provision was written into the 
statute forbidding any extension except on permission from the 
Commission. The latter was distinctly told not to permit ex- 
tensions that would impair the ability of the applicant to per- 
form its duty to the public. In the more than four years that 
have elapsed since the enactment of the statute, so far as can 
be recalled, the Commission has not found one instance in 
which it has had any reason to make use of that power. In 
at least two instances it has had to tell complainants who 
asked for orders requiring companies to extend their lines that 
the conditions were not such that it could exert that power. 
Undoubtedly, sparsely settled communities, when they read the 
part of the statute granting that power, thought they would 
obtain orders requiring extensions of lines they had long sought, 
only to find, as in the Cooke and Gunderson cases, that the 
provision was misleading in that it implied that there were situ- 
ations where the existing companies had refused to seize op- 
portunities for making money and, at the same time serving 
parts of the country needing development. If the railroads 
were under federal control or ownership, because there are 
communities thinking they are entitled to railroads, there would 
be a branch-line pork barrel bill introduced and passed at every 
session of Congress, just ‘as there is a pork barrel private 
pension bill, a pork barrel river and harbor bill, and a pork 
barrel public building bill. 





No General Reductions—One thing the Commission’s de- 


. cision in the grain case seems to settle is that, unless and until 


the personnel of the Commission changes, there is no possi- 
bility of any general reduction in rates, on order from the 
regulating body, such as was made July 1, 1922, so long as 
the railroads do not closely approach the fair return standard. 
Another conclusion is that, unless a man is prepared to point 
out the commodities, and the territory in which they move, 
that can stand higher rates to produce revenue that would be 
lost by reason of a horizontal reduction in rates on a given 
commodity, he had better not file a general complaint asking 
for such reduction on coal, for instance, iron and steel, or 
lumber. There have been suggestions for a complaint asking 
a reduction on coal. Ten per cent would cut off about $70,000,000 
and twenty-five per cent—a percentage frequently mentioned— 
would take off $175,000,000. Could the railroads stand that much 
reduction? If the advocate of such a reduction could convince 
the railroads that a reduction in rates would enormously in- 
crease the volume of coal moving, some of them now having 
only a small coal tonnage, relatively speaking, might assent 
to the experiment. But most of the coal carrying roads, it 
might be suggested, in normal years, have a tonnage about 
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equal to their ability to handle it. They would, probably, be 
unable to figure out as much money for themselves on lower 
rates as at the existing rates and present tonnage. One of 
the points made in the grain case was that, by no possibility, 
could a ten per cent reduction in rates stimulate the use of 
grain. There may be some people in the world who are so 
near the starvation edge that a difference of a cent or two in 
the price of a bushel of wheat would mean the difference be- 
tween that condition of the stomach that obesity experts say 
is the proper one, and the stomach putting a tax on the belt. 
However, not the wildest satisfaction has ever claimed that 
the number of such was great enough to give the railroads 
the same money on lower rates as on higher rates. A big 
reduction in rates on coal, it has been pointed out, might cause 
a slight increase in the amount of coal used for domestic 
purposes. Inasmuch, however, as only 15 per cent of the soft 
coal mined is used for that purpose, the increase probably 
would not be noticeable to the mandarins of transportation, 
such as Sheafer and Spangler, who come pretty near using 
Troy weight scales in calculating how much tonnage they will 
have to move in a given period. Unless and until those who 
hope for lower freight rates show the commodities that can 
stand increases, or how the tonnage can be increased, general 


reductions appear properly classified among the iridescent 
dreams. 





Fighting a Phrase.—As viewed by those who believe the 
Federal Trade Commission congenitally unable to remain within 
bowing distance of the law, that body has been “acting up” 
again by telling the United States Steel Corporation and its 
subsidaries to quit quoting prices on the “Pittsburgh plus” 
basis. The commission found that, in a report made public this 
week, to be an unfair method of competition. In the vague 
terms employed by the trade body, use of that system of 
price quoting has cost the country millions. Specifically, it 
said, the system cost the farmers in eleven western states 
$30,000,000 a year in the form of additions to the cost of steel 
products. The order tells the corporation: to quit quoting for 
sale, or selling, in the course of interstate commerce, its rolled 
products known as plates, bars, structural shapes, sheets, tin 
plate, wire, and wire products at Pittsburgh plus prices. It 
directs the corporation and its subsidaries to quit quoting 
or selling on any basing point other than where the products 
are manufactured from which they are shipped. It further 
directs cessation from discrimination either directly or indirectly 
in the sale of its products, where the effect may be to 
lessen competition, substantially, in any line of interstate com- 
merce. The corporation is convicted of using ‘the delivered 
price system of sales as a device for price fixing. The trade 
body finds that the system of quoting prices as if the product 
were to be shipped from Pittsburgh, although it may be shipped 
from some other point, adds an imaginary freight rate of $7.60 
a ton to the price of steel at Chicago, although steel is made 
at Gary for less than at Pittsburgh, the real freight rate being 
$7.60 a ton. Only Commissioner Gaskill disented. He made 
the point that the law did not authorize the commission to 
correct economic mistakes, which some economists said the 
Pittsburgh plus system of selling was. Commissioner Gaskill 
also directed attention to the fact that the courts had decided 
that the Steel Corporation had not restrained trade between 
the states and with foreign nations, but, on the contrary, as 
to foreign trade, had greatly stimulated it. Hard-headed per- 
sons were inclined to jeer at the trade body, notwithstanding 
that it had 132 witnesses on the subject before it, for trying 
to control the natural law which decrees that when there are 
more sellers than buyers, the latter make the price, while, 
when the shoe is on the other foot, the sellers make the price. 
They were inclined to believe that what the commission had 
said would have as much practical effect on the steel trade as 
trying to sew a sunbeam on the north wind. 





Forest Fire Losses Not Great.—According to the reports 
to the National Lumber Manufacturers’ Association, to the 
government’s Forest Service, and to the Interior Department, 
the losses resulting from the forest fires have been small, not 
exceeding $650,000. The damage to standing timber, outside 
the national forests, they say, has been very small. The damage 
to timber in the national forests has been greater than in the 
forests privately owned. Most of the $650,000 damage has been 
to buildings and property other than timber. Newspaper dis- 
patches describing the fight against fires as being on a thousand 
mile front are characterized as the fancies of reporters in- 
fluenced by local panicky conditions and the natural desire of 
the correspondent in the back country to impress the news 
editor in the city with the importance of the work he has been 
doing. It is human to think that a fire or an accident, to the 
man who is doing the writing, is one of the world’s greatest 
catastrophies. The young reporter, when he gets his first 
assignment as a correspondent from a city newspaper, is 
horrified to find that he must not wire a word about an acci- 
dent unless two or more persons have been killed. To him 
an accident in which John Smith has lost an arm or a leg 
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is worth a big story. And it is the young reporter, generally, 
who writes the stories about forest fires because he is the 
man on the local newspaper on whom the city newspaper 
must depend. The latter cannot afford to minimize the report, 
lest it happen to be not a bit overdrawn, so the public gets a 
wrong impression. 





Like Master, Like Man.—Those who recall how William G. 
McAdoo used to shovel money out of windows, hoping some of it 
would hit a bird—as, for instance, keeping three of four Sene- 
gambian princes in his ante room to open the door for him, 
take his walking stick and hat when the country was supposed 
to be conserving man-pawer for war purposes—are inclined 
to delight in a report from the Interior Department that, in 
the current fiscal year, it will spend $37,097,716 less than in the 
year that ended June 30, last. It is believed to be accurate to 
say that Secretary Work is aiming to please President Coolidge, 
who is in favor of economy, and still more economy. Regardless 
of why Mr. Work thinks it wise to cut down expenses, the 
fact is that he is to save about 35 cents for every man, woman, 
and child in the land in the current year. It may not appear 
to be much, but the fact is that it will pay the interest on 
$1,000,000,000 for a year, at the rate of interest the govern- 
ment now pays. A billion is about 4.5 percent of the national 
debt, a considerable part of which, many believe, was incurred, 
unnecessarily, by use of the ten per cent plus buying plan, and 
the promotion of the political ambitions of men in the govern- 
ment service who made winning of the war a cloak to hide 
foolishness and ambition to do large things in a large way— 
with somebody else’s money. There are ten executive de- 
partments and a big school of quasi-executive organizations. 
Each devoting itself to a genuine effort to reduce expenses 
would enable President Coolidge to do considerable boasting 
to Congress next December. A. B. HH. 


WESTERN TRUNK LINE DOCKETS 


The Western Trunk Line Committee has issued the follow- 
ing circular for the Benefit of the shipping public: 


From the nature of many inquiries received by the Western 
Trunk Line Committee as to the manner in which applications for 
changes should be made, and as to the disposition of such applica- 
tions it is apparent that a portion of the shipping public is still 
unfamiliar with the form of procedure in such matters; therefore the 
following is submitted in the hope it will be of assistance in ex- 
pediting the disposition of all applications. 

Applicants should furnish complete information as to: 

Commodity involved, 

Present Classification, 

From what point or points, 

To what point or points, 

Present rate, rule, or minimum weight,, 

Proposed change desired, 

- Argument in support of application. 

All applications are promptly submitted to the carriers and in- 
formation is given the public _ through the Traffic Bulletin and to 
commercial organizations by docket bulletins. The Standing Rate 
Committee considers applications in the order in which they are 
received. Where hearings are desired either by the applicant or 
others interested, request to that effect should be filed not less 
than twelve days from the date the subject is put on the public 
docket, in which case announcement of the date set for the hearing will 
then be made in the Traffic Bulletin and by public hearing bulletin 
to commercial organizations. Oral hearings will be afforded if desired, 
but it is preferable to present the matter by written argument where 
that can be done satisfactorily. After receipt of argument, oral 
or written, the Standing Rate Committee conducts an investigation 
and makes a recommendation to the carriers, which recommenda- 
tion is acted upon within fifteen days from the date of submission, 
unless the subject is so involved as to require further consideration. 

Considering the great number of subjects received each day, it 
must be appreciated that the Standing Rate Committee cannot 
promptly, after each hearing, announce the result of its investiga- 
tion. Some time must be afforded for that purpose; however, re- 
ports on all applications will be expedited as rapidly as circum- 
stances will permit. 

Direct information as to final disposition of subjects is fur- 
nished the public through the Traffic Bulletin, and at the expense of 
the carriers. This information by docket bulletin is also mailed to 
commercial organizations and to state commissions ‘where such 
information is available to the public. 

It is especially requested in conducting correspondence with this 
committee with respect to applications for changes, that the in- 
quiries refer to the docket number, and in reply to communications 
from the Western Trunk Line Committee it will be appreciated if 
reference is made to the symbol found on the top of the page in 
connection with the docket number so as to reach the proper corre- 
spondent. For example: Docket .... (J-D. 


Noga er 





The information referred to above is also carried in The Daily 
Traffic World and Traffic Bulletin at the earliest possible date, which 


gives readers of the daily publication an advantage in time.—Editor 
The Traffic World. 


PETITION FOR REHEARING, ETC. 


The complainant in No. 14729, Standard Oil Company (Cal- 
ifornia) vs. Santa Fe et al., has asked the Commission to grant 
a rehearing. 

The Acme Brick Company has asked for certain modi- 
fications in the Commission’s report and order in I. and S. 
No. 1885, Brick and clay products from, to, and between points 
in Southeastern territory. 

The Waldorf Paper Products Company, whose manufactur- 
ing plant and principal office is St. Paul, Minn., respectfully 
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requests and urges the reopening of I, C. C. Docket No. 14476, 
Northwestern Coal Dock Operators’ Association vs. Chicago & 
Alton R. R. et al., for further hearing and argument. 

The Traffic Bureau, Winona Association of Commerce, Inc., 
Winona, Minn., not party of record in I. C. C. Docket No. 14476, 
Northwestern Coal Dock Operators’ Association vs. Chicago 
& Alton R. R. et al., reported in 89 I. C. C. 170, has petitioned 
the Commission for further hearing in the above entitled case. 

The defendants in No. 14127, J. M. McLeod et al. vs. T. & 
P. Ry. et al., have asked the Commission to modify its report 
and grant a reargument therein. 

The New York Central Railroad Company has asked for re- 
hearing in No. 14660, the Federal Valley Railroad Co. vs. New 
York Central R. R. et al. 

The Missouri Pacific Railroad Company and other south- 
western carriers have asked the Commission for certain modifi- 
cations of its order in No. 14159, Helena Traffic Bureau et al. 
vs. Mo. Pac. R. R. et al. 


COMMISSION ASKS DISMISSAL 


The Traffic World Washington Bureay 


The Commission, through P. J. Farrell, its chief counsel, 
has moved to dismiss No. 69065, United States of America, 
ex rel. Kansas City Southern et al., on the ground that the 
petition for writ of mandamus (See Traffic World, July 12, 
p. 78), does not contain statements or allegations of fact which 
show that the relators are entitled to the relief or to any relief 
prayed for by them. The suit is pending in the Supreme Court 
of the District of Columbia. 

On its face, says the motion to dismiss, the petition in- 
cluding three exhibits attached thereto, shows that the case 
was instituted by the relators for the purpose of obtaining 
from the court a writ of mandamus which would compel a 
particular exercise of judgment and discretion on the part of 
the Commission, contrary to the ruling of the Supreme Court 
of the United States, in Interstate Commerce Commission vs. 
Waste Merchants Association, 260 U. S. 32. 

The petition, on its face, it is further contended, shows 
that in the proceedings in the valuation case that caused the 
petition to be filed, the Commission accorded the full hear- 
ing provided for in and by the statute and that among the 
matters considered were all the matters referred to and cov- 
ered by this petition and that the Commission in and by the 
exercise of its judgment and discretion, determined the matters 
and made and issued its orders, under and in accordance with 
the duties imposed and the authority conferred upon it by 
the interstate commerce act and particularly section 19a 
thereof. 

The petition to which this motion to dismiss refers is 
the one in which the Kansas City Southern and its subsidi- 
aries asked the court for an order directing the Commission 
to find the “true economic value” of that system. 


PLAN BILL OF LADING REVISION 


The Trafic World New York Bureau 


The Silk Association of America is now taking steps to 
correct the development of abuses growing out of the Japanese 
practice of demanding the issuance of ‘‘on board” bills of lading 
on goods that have merely been received for shipment. Several 
shipping companies in the trans-Pacific trade have been led 
to object to giving “on board” bills unless the goods dre ac- 
tually on the ship. : 

The Silk Association is circularizing its members to de- 
velop their opinions as to means of correcting this custom. 
It is reported that the practice has been the source of numer- 
ous claims for damages due to decline in the silk market be- 
tween the date of issue of the bills of lading and the arrival 
of the shipment at: destination. 

It is now proposed that “received for shipment” bills shall 
be issued in all cases where the goods are not actually on 
board. It is held that this document will meet the needs of 
the trade, as it will give the shipper ample time to deliver 
his goods and get his documents to the bank in time to make 
steamer connections. The Japanese lines are joining with other 
steamship companies in eradicating the evil, as the “on board” 
bills have frequently been found to cover goods actually stored 
in warehouses at the time. 

One of the plans of the Silk Association is to have its 
members take up the matter with shippers and banks in Japan, 
and make arrangement that letters of credit shall permit the 
acceptance of the “received for shipment” bills of lading. Other 
commodities than silk are affected by the prevailing practice 
but, because of the great value of this product, its effect is more 
strongly felt in the silk trade. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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KANSAS GRAIN CASE 


Th ommission’s six to five decision in favor of leaving 
rates on grain and grain products undisturbed (Traffic World, 
July 19, p. 116), broadly speaking, is a discussion of the meaning 
of section 15a in relation to the rate-making power of the Com- 
mission, the economic condition of the farmer, the condition of 
the railroads, and the old question whether rates really have the 
important bearing that is so frequently attributed to them. 

Commissioner Aitchison confined most of his discussion to 
the railroads in the western group. He did not talk a great deal 
about section 15a. That part of the discussion was carried on 
by the writers of concurring and dissenting views. Yet he did 
not ignore it. In closing his discussion just ahead of the formal 
finding that the basis of rates was not unreasonable, Mr. Aitch- 
son said: 


No extended summary with reference to the other groups 
appears necessary. Generally speaking, economic conditions in 
all these groups are better in 1923 than in the prior years. More- 
over, with the exception of certain parts of the territory em- 
braced in the mountain-Pacific group, no reductions are asked, 
and in the southern group it appears reductions of grain rates 
would have an unfavorable effect on agriculture generally. 

In reaching our conclusion we are mindful of the opinions 
held by many that there should be a general revision of the rate 
structure of the country to give basic commodities more con- 
sideration. All we here decide is that under the facts and con- 
ditions shown by this record and viewing the present structure 
as a whole, the existing rates on grain, grain products and hay 
are not unreasonable when the usual tests are applied. 

For the sake of clarity we add that our conclusion is not 
based upon the sole ground that the carriers as a whole in the 
western district are not making their fair return. That is only 
one of the considerations. Still less do we consider that when 
the rates assailed are shown to be unreasonable the Commission’s 
hands are bound so tightly by the provisions of section 15a of the 
interstate commerce act that we cannot grant any general reduc- 
tion of the nature before us unless and until the interested car- 
riers as a whole in their respective groups make a fair return. 

The present rate structure is largely the result of commer- 
cial and transportation conditions, and under it the trade and 
commerce of the cOuntry have grown up. <Any material dis- 
turbance therein will have a tendency to cause disruption of 
business conditions generally to the detriment of an orderly 
conduct of commerce and with possibly serious effects upon large 
sums of invested capital and upon the steady employment of 
labor. Any marked readjustment might mean the moving of in- 
dustries from points now near the source of supply of raw ma- 
terials to points further distant. A revision involves an under- 
taking of magnitude and requires a large expenditure of funds 
not at present at our disposal. Many of the rates here assailed 
were prescribed by us, and, over a long period of time, we have 
been constantly engaged in readjusting and prescribing rate 
schedules on these and many other commodities. Since the act 
to regulate commerce was enacted, and probably during a much 
longer time, traffic conditions 'and commercial conditions have 
been adjusting themselves to the existing relation of rates. It is 
not enough that the present conditions may not be ideal; it must 
appear that something better is attainable. 


Commissioner Potter, in his concurring report said it was 
his view that the report did not recognize as it should, as 
bearing upon the question as to whether rates were fair and 
reasonable, the right of the carriers to receive a fair return 
upon the value of their property. In part, he said: 


It is my view that the Commission is not empowered to make 
a general reduction in rates applicable on specified classes of 
commodities without regard to whether or not the carriers re- 
ceive a fair return on the value of their properties from their 
aggregate traffic. When, with a movement of traffic in normal 
volume, the aggregate which the carriers receive is not sufficient 
to pay a fair return on the value of their property, we are not 
authorized to require a reduction on particular classes of traffic 
without protecting the carriers by allowing offsetting increases 
on other traffic. A determination on this question will involve 
vastly more than the amount involved in this case regarding 
rates on grain and grain products. I desire to set forth my 


position on this question and upon some other pertinent aspects 
of the situation. 


Our duty is to require a rate adjustment that aims at a fair 
return to the carriers for their services in the aggregate and 
that fairly will distribute the burden over all traffic. Where 
we find that one class pays too much we must find that another 
pays too little, unless the total return is adequate. Our power is 
limited to establishing a fair relation between commodities and 
shippers. Changes must be made upward as well as downward. 
We must do the whole job or none of it. We may not go only 
half way and stop with a reduction. The carriers have not re- 
ceived and are not receiving the return in the aggregate which 
the law recognizes as fair. If, under such circumstances, rates 
on one class of commodities appear high in relation to others, 
the latter may be too low. We may not assume that certain 
rates are reasonable in order to obtain a standard by which to 
measure others. Our task is to correct error, whatever it is, and 
we cannot do it without taking a comprehensive view of the en- 
tire adjustment. 

_The view that in determining the reasonableness of rates 
weight must be given to the right of carriers to a fair return 
upon the value of their property is not based on section 15a, but 
on the common law and constitutional right as it existed and 
still exists independently of that provision. That section has not 
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enlarged the right of carriers to a fair return. It was designed 
as a practical guide and plan for safeguarding the rights of car- 
riers and shippers and to assure a consistent policy in carrying 
out the law which theretofore existed. It contemplates a rate 
basis which would yield a fair return on railway properties gen- 
erally if the distribution of traffic movement corresponded with 
the distribution of values. In that event each carrier would re- 
ceive exactly what the law has always said a carrier is entitled 
to. It does not guarantee a return, but rather operates against 
the carrier as a restraint. It only permits a carrier to earn a 
fair return if it can. If it does not earn a fair return, it does 
not get it. If it earns more than a fair return, a part of the 
excess is taken away from it, as would not be the case except 
for that section. 

In order that the public may be provided with efficient trans- 
portation it is essential that by some means a fair return on the 
property devoted to the service be provided. Railways are not 
charitable institutions and no one is entitled to their service 
without making full payment for it. This would be true if 
through the government railways were publicly owned. It is 
equally true now when they are owned directly or indirectly by 
upward of 50,000,000 people. The*producers of agricultural prod- 
ucts do not want service on any other basis. There is no honest 
way to maintain transportation facilities other than by payment 
by the shippers who use the facilities. The burden of such 
payments in the aggregate fairly must be distributed among such 


. users. Under public ownership there would be temptation to com- 


pel some to, pay for what others receive either by taxing the 
public to pay for transportation or by shaping the rate adjust- 
ment to favor particular shippers. Our duty is to prevent such 
vices. It is certain that present owners are not receiving from 
shippers as much as the government would have to require if the 
railways were publicly owned. 

Railways are private enterprises, but they perform a public 
function, and because they do must have regard for public right. 
They are subject to regulation only as may be necessary to pro- 
tect that right. Regulation to protect the public right must not 
involve invading the carrier’s private right. Such invasions are 
confiscations. The private right of a carrier is to receive in the 
aggregate from a traffic movement in normal volume a fair re- 
turn on the value of its property devoted to the carrier service. 
The public right pertains only to an excess above a fair return. 
As to that excess the public right to regulate is dominant. Up to 
the point of fair return the private right is dominant, and may 
be interfered with only to prevent discrimination and prejudice 
among shippers in their relation to one another. 

Up to the point where operations show a surplus above a fair 
return earnings under rates free from undue discrimination or 
prejudice belong absolutely to the carriers. They may not be 
taken away from the carriers except through exercise of the tax- 
ing power. This is the essence of property right applicable every- 
where at all times to all persons under all circumstances and 
conditions. The producers of agricultural products would be the 
ones to suffer most from a violation of this right. ‘There may be 
thought, or lack of it, that would jeopardize this principle. The 
air even in high places may be tainted with confiscation, but it is 
not for us. The Congress has not commanded us to violate the 
fundamental law. 


No one may ask more than to have the aggregate burden 
fairly distributed according to the ability of traffic to bear it. 
To make possible and facilitate traffic movement is a sound prin- 
ciple of rate making. Grain and grain products are moving and 
would continue to move even under higher rates. It is not 
claimed that reduction would increase the movement of grain or 
its products. The most that is claimed is that producers would 
be benefited. It is by no means certain that this would result. 
The amount per bushel, or per one hundred pounds, involved in 
the reduction asked for, would be no more than current market 
fluctuations from day to day. The middleman or dealer might 
benefit, but not a penny would ever reach the producer. 

About 85 per cent of all the shippers pay to the carriers is 
used to pay operating costs and taxes. If the owners of the 
railways were to receive nothing for the use of their properties, 
which we have found worth more than $20,000,000,000, rates could 
not possibly be reduced under present conditions of high costs of 
everything the carriers use by more than 15 per cent. A gen- 
eral rate increase which would assure a fair return to railway 
owners, improve railway credit, encourage betterments and ex- 
pansion, and stimulate purchases, would help the farmer by in- 
creasing the demand for his products and improving the prices 
which he receives. An increase would probably be the best thing 
that could happen to the entire country. A general decrease 
would be certain to bring disaster and the producers of agricul- 
tural products would suffer most. We are passing through a 
serious period in world affairs. Times are out of joint. Discon- 
tent breeds criticism. We are suffering an epidemic of selfish- 
ness, greed, high living, extravagance and waste. Railways are 
kicked and cuffed because of habit and because they are within 
the easy reach of the discontented and disgruntled. The farmers 
and railways should pull together. Their interests are identical. 
They share alike in prosperity and adversity. Each class should 
do for the other all it can. They both suffer under low prices for 
what they sell and high costs for what they buy. Both are at a 
disadvantage as compared with practically every other industry. 
High costs of production and distribution hit them both alike. 
They should take up fundamental problems together and in co- 
operation. They should work with one another for mutual benefit. 

In wage scales of upwards of $20 per day in the building 
trades, coal mining and other industries, a wasteful marketing 
system, and undeserved profits to middlemen may be found the 
basis for most fills. The friends of the farmers and the railways, 
if they really want to be of service and remove cause for dis- 
content, should together undertake correction of these common 
ills. Unfortunately those who make the loudest proclaim of 
friendship are not always the best friends. The farmers ask only 
proper regard for their rights, and they respect the rights of 
others. They want to pay what is right and fair for what they 
get. Agencies that would do marauding on their behalf mistake 
the character of their principals. 
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The talk about the freight rates on farm products and the 
Esch-Cummins Act as being responsible for, or having the slight- 
est effect on, the condition of any part of the agricultural indus- 
try is a colossal exhibit of unsoundness and insincerity. We 
should say what the well-informed know, that they have not the 
slightest effect on the prices the farmer receives for his products. 
Haul them for nothing and he would not be a bit better off. 


Commissioner Potter said that over-production was one of 
the chief causes of distress among the farmers, He said that 
600,000,000 bushels of wheat were enough for the local market, 
yet they produced 800,000,000 in the year mentioned in the record. 

Commissioner McChord took the view that reduction should 
be made without being conditioned upon contemporaneous off- 
setting increases in rates on other traffic. He said it would be 
time to consider offsetting increases after the results of a reduc- 
tion in rates on grain had become known. 

Commissioner Eastman took the view that the Commission 
should have reduced the rates on grain because the aggregate 
of revenues involved in the western district would not have 
bulked large. He and Commissioner Campbell emphasized the 
view that the economic conditions of farming should be given 
considerable weight in determining whether under section one 
the rates which that industry had to bear were reasonable. 

Commissioner Lewis said the record revealed that in the 
new era of prices and values into which we had passed since 
the war the freight rates on grain and particularly on western 
wheat had been thrown out of proper relationship with other 
rates. He said the record afforded proof that the existing rates 
on grain and grain products were unreasonable in the western 
and eastern districts and said that on that showing he favored 
the removal of the remainder of the Ex Parte 74 increases in 
the west and a 10 per cent reduction in the east. 


NEW YORK DOCK DIVISIONS 


In the Commission’s disposition of the complaint, No. 
13010, New York Dock Railway vs. Baltimore & Ohio et al. and 
a sub-number thereunder (See Traffic World, July 19), Commis- 
sioner Esch said that while the dock railway sought readjust- 
ment of divisions covering shipments moving on and after 
August 26, 1920, the date on which the increases authorized in 
Ex Parte 74 were made effective, its original complaint was not 
filed until July 28, 1921, prior to which date, he said, the Com- 
mission’s order readjusting divisions might not run. The de- 
fendant railroads contended that the Commission might not 
require any readjustment of division prior to December 11, 1922, 
on the ground that the joint rates in effect prior to that date 
were not established pursuant to a finding or order by the Com- 
mission. The Commission said that that contention was not 
sustained because such rates were established pursuant to the 


findings in Ex Parte 74, The Commission’s findings in full were 
as follows: 


Upon this record we find that the divisions received by the dock 
railway on interstate traffic moving on legally established joint rates 
were, are, and for the future will be unjust, unreasonable, and in- 
equitable: and that just, reasonable, and equitable divisions to the 
dock railway were, are, and will be the following amounts, stated 
in cents per 100 pounds, except that on coal and coke they are in 
cents per long and net ton, respectively: 


On Traffic Moving From July 28, 1921, to ene. . 1922, Inclusive 


.LC.L. Coal Coke 


From or to cents cents cents cents 
Trunk-line western termini and east thereof... 6.3 9.3 ! 


5 49 84 
WOME OF SUCH WESLEFM TOTEM. ..0.c cccvcccceccccs 8.9 12.2 49 84 
New York, New Haven & Hartford R. R....... 6 


On Traffic Moving on and Subsequent to July 1, 1922 


Trunk-line western termini and east thereof.. 5.7 8.4 44 76 
West of such western termini...........ccceeee 8 11 44 76 
New York, New Haven & Hartford R. R....... 5.4 8.1 


We further find that just, reasonable, and equitable division to 
defendants of the same joint rate on interstate traffic were, are, and 
for the future will be the residue thereof after deducting the divi- 
sions to the dock railway above prescribed; and that the divisions 
should be readjusted on the bases herein found just, reasonable, and 
equitable on all interstate traffic moving on and since July 28, 1921, 


under joint rates to which the dock railway was shown as a party in 
the tariffs publishing the same. 


CASE DISMISSED AS MOOT 


The Commission has dismissed No. 14470, Empire Gypsum, 
Inc., vs. Buffalo, Rochester & Pittsburgh on the ground that 
the complaint attacking the defendant’s rule governing the dis- 
tribution of box cars for the loading of gypsum products at 
Garbutt and Wheatland, N. Y., in November, 1922, was moot. 

Garbutt and Wheatland are points near Rochester, N. Y., 
where a number of gypsum product companies have their plants. 
Four plants, including that of the complainant, at Garbutt, are 
served by the defendant and the Pennsylvania. One of the 
competitors also has a plant at Wheatland, and is served only by 
the defendant. When, in November, 1922, owing to the strike 
of the shopmen, an extreme car shortage developed, the defend- 
ant rationed its equipment, in accordance with a rule never re- 
duced to writing but the substance of which, as put into the 
record, by stipulation, was as follows: 
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The Buffalo, Rochester & Pittsburgh Railway Company an- 
nounced and put in force on November 1, 1922, the following rule 
with reference to the allotment of cars to the various industries 
at Garbutt and Wheatland: The quota of each industry was fixed 
by taking the prior month of highest loading and shipment in 
1922 from its plant over both railroads and a percentage was 
worked out whereby cars were to be alloted to each of the industries 
on the basis of such quota. Cars received by any industry from the 


Pennsylvania Railroad were to be charged against its percentage 
allotment. 


That rule, the Commission said, remained in effect only 
a month. The complainant did not seek damages. At the 
hearing, the Commission said, it withdrew its prayer for a rule 
or regulation for the future. It asked, simply, that the Commis- 
sion pass “upon the propriety of the rule to determine whether 
it was in any way violative of the act so that in the event 
of future car shortages defendant will not be in a position to 
establish the same or similar rule.” In summing up and giving 
its reason for dismissal, the Commission said: 


The rule in question was put in as emergency measure during 
a tiime of extreme car shortage, which was general in its nature, 
for the purpose as stated by defendant’s witness of assuring justice 
to all parties in the furnishing of available cars. The rule was 
based upon the practice in force in coal mining territories where 
mine ratings are based on ‘‘commercial capacity’ rather than on 
“physical capacity’? and where a mine located on two railroads has 
charged against the quota which it is entitled to receive from one 
railroad the cars which it receives from other railroads. In de- 
fendant’s view the basis of allotment used, namely, the month of 


highest loading and shipment, is analagous to the “commercial 
capacity”’ of a mine. 


Two questions are thus presented: (1) Was the basis used by 
defendant in arriving at the percentage of cars each shipper was 
entitled to a proper one, and (2) Did it properly take into consider- 
ation cars furnished by the Pennsylvania in distributing its own cars, 

Defendant apportioned cars upon the percentage that the cars 
loaded bore to the total obtained by taking the loading of the 
various shippers during different months. The total for the com- 
plainant was taken when they were not receiving a full car supply, 
and their total loading for the month was thereby decreased, while 
the total for its competitor’s plants at Garbutt and Wheatland was 


—e- for different months during which they received a full car 
Supply. 


The rule complained of as above indicated was put in as an 
emergency measure, remained in effect for but one month, and is 
not now in force. Complainant does not ask for reparation, and 
the case is therefore purely moot. Furthermore, the identical ques- 
tion here presented, as applicable to joint bituminous coal mines, 
was recently passed upen by the Supreme Court of the United 
States. The complaint will be dismissed. 


RESTRICTION NOT JUSTIFIED 


The attempt by the rail carriers to restrict the application 
of rates on grain .¢-l grain products, froin Misse.i River points 
to Cairo, for beyond, to traffic moving beyond Cairo “via rail 
lines,” has been found by the Commission, in a mimeographed 
report on I. and S. No. 2109, grain and grain products, Mis- 
souri River points to Cairo, when for beyond not justified. 
The restriction, if allowed, would have increased the rates 
when the outbound movement was by water. The suspended 
schedules are to be canceled and the proceedings discontinued. 

At present there is an unrestricted proportional rate, on 
wheat, for illustration, from Omaha to Cairo, when for beyond, 
of 16.5 cents, whether by rail or by water. ‘The proportional 
rate from Omaha to Cairo, when the grain is destined to Cairo 
proper, is 20 cents. That is the rate that would have been 
brought into use for wheat going beyond Cairo by water, if 
the suspended schedules had been allowed to become operative. 

The admitted purpose of the restriction was to reserve the 
grain for the hauls beyond Cairo by rail lines; in other words, 
to shut the water lines, particularly the government’s barge 
line, out of participation of the grain trade from Cairo to New 
Orleans, unless they shrunk their share of the combination 
from Cairo to New Orleans in such a way as to absorb the in- 
crease so that it would not fall on the shipper. 

Another proposal was t» limit a joint proportional vate of 
22.5 cents on traffic originating at Omaha when destined to 
Cairo for beyond, to further movement by rail lines. Little 
traffic, the Commission said, moved on the joint proportional 
of 22.5 cents. 

So as to .nake the rather complicated situataion clear the 
Commission went into the intricacies of the grain rate adjust- 
ment from the Missouri river markets to St. Louis and Cairo 
in relation to the export inovement through New Orleans. It 
said the record showed that the bulk of the movements of 
wheat via Cairo was to New Orleans for export and that about 
95 per cent of that movement was by water. 

The reason for that heavy movement by water, it is he- 
lieved, is shown by the fact that the all-rail, joint, export rate 
on wheat from Cmaha io New Orleans, is 31.5 cents, equal to the 
aggregate of interinediate proportional rates. The combination 
rail-and-water rate based upon St. Louis is 25 cents. The Mis- 
sissippi-Warrior Service, the Commission said, published a joint 
rail-and-water rete on wheat from Omaha to New Orleans via 
Cairo, applicable to traffic originating beyond. The Commis- 
sion said the barge line also published rates from St. Louis 
and Cairo tut that that tariff was not on file with it. A copy 
was introdvesd int» the record by the respondents as ar 
exhibit. rom that, the Commission said, it appeared that 
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export rates of 11.5 and 10 cents applicd on wireat from St Louis 
and Cairo, respectively. 

Shipping interests at Omaha, Cairo and Sioux City, the 
Commission said, protested and asked for the suspension of 
the schedules. Most of the grain originating in the section 
petween the Rocky Mountains and the Missouri river moved, 
the Commission said, to the primary markets on the Missouri 
river, thence to the east and southeast and the Mississippi 
valley. 

In summing up and disposing of the case the Commission 
said: 


Respondents take the position that proportional rates are made 
low because of, or in anticipation of, a haul other than that under 
the proportional rate. They urge that the 3-cent rate was made 
upon this basis as part of the equalization plan and that it is clearly 
too low, especially as switching and bridge charges must be paid 
out of it. The Burlington insists on the other hand that if the 
division out of the 16.5-cent rate accorded to respondents operating 
petween St. Louis and Cairo were increased from 3 to 6.5 cents, its 
division, which it says is now not more than reasonable, will be only 
10 cents and yield it 4.8 mills per ton mile for the short-line distance 
of 414 miles. The earnings would be slightly higher for the average 
short-line distance of 351 miles from the several Missouri River 
cities, Kansas City to Omaha, inclusive, from which the rate applies. 
Respondents compare the 13.5-cent rate to St. Louis and the 20-cent 
rate to Cairo with rates for similar distances under the scales pre- 
scribed in South Dakota R. R. Commissioners vs. Director General, 
73.1. C. C. 347, for application from South Dakota to Iowa, and in 
Oklahoma Corporation Commission vs. A. R. R., 80 I. C. C. 607, 
between Oklahoma and Arkansas. 

Protestants point out that in Cairo Board of Trade vs. A., T. & 
§, F. Ry. Co., 61 I. C. C. 219, we said; 

“We are of opinion, however, that defendants have not justified 
restriction of the outbound movement of the grain from Cairo to the 
rails of the carrier which brings the traffic into that point. We think 
that Cairo is entitled to the same advantages in this respect as St. 
Louis and Memphis, and defendants will be expected promptly to 
revise their tariffs so as to permit the free movement of grain into 
and out of Cairo to the same extent that it is permitted at St. Louis 
and Memphis in so far as the outbound movement from Cairo may 
be made via a different line than that which brought the grain to 
Cairo.” 

Respondents urge that in that case the lines into Cairo were 
restricting the inbound rates so that the outbound movement would 
be over the line which had the inbound haul but that here the 
restriction will only retain the outbound movement to rail lines and 
not necessarily to the rail line which brings the traffic into Cairo. 

The rate of 20 cents which respondents seek to apply to these 
shipments does not appear to be unreasonably high. Whether the 
lines operating between St. Louis and Cairo are in a different position 
with respect to traffic moving beyond Cairo by water from that with 
respect to traffic moving beyond by rail under our decision in the 
Cairo Board of Trade case, supra, is not clear. Apparently they are 
not. But it is probable that even after our decision in the Cairo 
Board of Trade case, supra, the line bringing a shipment into Cairo 
also received the outbound haul on that shipment. Inasmuch as the 
water rate is lower than the proportional mail rate from Cairo to 
New Orleans it would seem that the opportunity which the line per- 
forming the inbound haul to Cairo had of performing the outbound 
haul has been lessened. In any event, respondents have not estab- 
lished beyond doubt the necessity for differentiating between traffic 
moving beyond Cairo by water and that moving beyond by rail. 
Storage in transit at Buriington is available under the 13.5-cent rate 
from Omaha to St. Louis. The proportional 3-cent rate from St. 
Louis to Cairo is not restricted to traffic moving beyond by rail. If 
the suspended schedules were allowed to become effective the ra 
tional joint rate of 20 cents would exceed the aggregate of these 
intermediate proportional rates and, in its application to shipments 
to Cairo for beyond by water, would thus violate the fourth section. 

We find that the proposed schedules have not been justified. An 
order will be entered requiring their cancellation and discontinuing 
this proceeding. 


EXTENSION ORDER UNWARRANTED 


The Commission has dismissed No. 14357, Peter Gunderson, 
vs. Chicago, Milwaukee & St. Paul, mimeographed, holding that 
issuance of an order, under paragraph 21 of section 1, requiring 
the Chicago, Milwaukee & St. Paul to extend its line from 
Platte, S. D., to Bijou Hills, S. D., was not reasonably required 
in the interest of public convenience and necessity. The exten- 
sion for which Gunderson and those in whose behalf he filed 
the petition, would add 19 miles to the branch of the Milwaukee 
now terminating at Platte, in Charles Mix county. The Com- 
mission caled attention to the fact that two conditions, pre- 
cedent, had to be met before it could exercise its authority. 
The first is that the extension “is reasonably required in the 
interest of the public convenience and necessity.” The second 
is that the “expense involved therein will not impair the ability 
of the carrier to perform its duty to the public.” The holding 
of the Commission, and the reasons therefor, are as follows: 


It is evident that the extension would be of benefit to the in- 
habitants of the region described. Complainant maintains that he 
as shown that the extension would return more favorable results 
than the Milwaukee system as a whole or that part of it within 
South Dakota, and argues that it cannot be said that the expense 
involved therein will impair the ability of the carrier to perform 
its duty to the public. Even on complainant’s showing, however, 
the return on investment at the outset would be but 1.57 per cent. 
If defendant borrows the money with which to construct the exten- 
sion it will be compelled to pay a higher rate of interest than this, 
and to supply the difference from other revenues. If it spends 
bart of its capital or current revenues, under the conditions as 
disclosed by the record it will be at the sacrifice of its other lines, 
Which serve many times the number of people who would be served 
by the proposed extension. 

The record shows that the proposed extension would not at the 
outset earn a fair return on the investment, and that the prospects 
for the future would be highly uncertain. 

We find that the proposed extension is not reasonably required in 
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the interest of public convenience and necessity. The complaint will 
be dismissed. 


SHORT LINE MUST DIVIDE 


The Commission, in No. 15057, in the matter of the status 
of the Hannibal Connecting Railroad Company, mimeographed, 
the Commission found the subject of the inanirv. to have been 
and to be a common carrier engaged in interstate commerce and 
subject to the provisions of section 15a, the re-capture clause 
part of the section in particular. 

Pursuant to an order of the Commission the railroad re- 
ported that, in 1922, it had a net railwav operating income 
in excess of 6 per cent. It filed a petition alleging it was not 
a common carrier within the meaning of section 1 of the act, 
therefore not subject to section 15a and under no obligation 
to turn over to the Commission any part of its excess income. 
It asked for an order to the effect that it was not subject to 
section 15a. 

The carrier, a majority of whose stock is owned by the 
Atlas Portland Cement Company, has a railroad extending from 
the plant of the company at Ilasco to Hannibal, Mo., where it 
connects with the Burlington. It owns four steam locomotives 
and 46 freight cars. Its main track is 3.16 miles long and it 
has 5.24 miles of yard track and sidings. Its main traffic comes 
from the cement plant but it serves other shippers. 

The Commission’s report says the company now concedes 
it is a common carrier under section 1, but contends that inas- 
much as its excess earnings come from intraplant switching, 
constituting intrastate traffic, it is not subject to the re-capture 
clause. The Commission said that a somewhat similar question 
was raised in Dayton-Goose Creek vs. U.S. 263, U.S. 456, decided 
by the Supreme Court of the United States, January 7, 1924. 
After quoting that case the Commission found against the com- 
pany. 





FREE TIME CASE 


The Commission has dismissed No. 15262, Page & Jones vs. 
Southern Railway, mimeographed. That, however, does not mean 
the complainant lost its case. The Commission found the rule 
governing free time on freight consigned locally to Mobile, Ala., 
for trans-shipment to vessels for coastwise movement, as it 
existed prior to March 5, 1921, was unreasonable. It found, in 
effect, that there were undercharges outstanding as alleged by 
the carrier but authorized it to waive them, in that way, so 
to speak, awarding reparation to the complainant on account of 
damages arising from the enforcement of the unreasonable rule. 

Prior to ‘March 5, 1921, the free time allowed for the un- 
loading of freight cars containing freight for coastwise move- 
ment was two days. The free time for unloading export freight 
was seven days. The complainant between June 30, 1920, and 
April 5, 1921, received a number of cars of iron pipe and pig 
iron, from points in Alabama and Tennessee for trans-shipment 
by coastwise vessels via the Panama canal, to the Pacific coast. 
The movement of freight for the Pacific coast ports via Mobile 
was new at the time and no demurrage was actually collected. 
The Commission said that apparently Page & Jones and the 
agent of the Southern thought that the seven days of free time 
accorded to export shipments also applied coastwise. However, 
long after the shipments had passed from the control of the 
complainant, the Southern sought to collect $1,078 as demurrage- 
The tariff was amended March 5, 1921, so as to allow seven days 
free time on both coastwise and export shipments. 

“If, at ports of trans-shipment, there be any difference in 
the handling of heavy commodities for export and coastwise 
movement,” said the Commission’s report, “it is not shown here; 
indeed, complainant sets forth that both export and coastwise 
shipments of the character described must be placed at the dock 
in advance of the arrival of the steamer, and therefore, both need 
more free time for unloading than is allowed on ordinary 
domestic shipments. This, the defendant in substance, concedes.” 


LIGHTERAGE UNREASONABLE 


The Commission, in a mimeographed report on No. 15493, 
Tide Water Oil Co. et al. vs. East Jersey Railroad Terminal 
Co., found the defendants lighterage rates on petroleum and 
its products, from Bayonne, N. J., to interstate points in New 
York Harbor unreasonable and awarded reparation. The finding 
was that the assailed rate of 6.5 cents on bulk oil, in force 
prior to January 31, 1922, was unreasonable to the extent it 
exceeded 5.5 cents, but that the rate in force on and after 
that date was not unreasonable. The Commission further found 
that the assailed rate of 9 cents on package oil was unreason- 
able to the extent it exceeded 7 cents. 

The complainant owns the stock of the defendant. The 
traffic manager of the oil company, the report says, is presi- 
dent of the railroad company. The defendant did not con- 
test the complaint, the report said. The prayer for reparation, 
on shipments between January 1, 1922, and January 30, 1922, 
the report said, was based on the fact that the railroad com- 
pany, in December, 1921, filed a tariff establishing a rate of 
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5 cents, and its rejection by the Commission. The commission 
said it was rejected on account of error in publication. The 
rate of 7 cents on package oil was established December 31, 1921, 
and reparation was sought to that basis. 

The complainant based its attack, the Commission said, 
upon a comparison with the defendant’s division of joint rates, 
fixed by the Commission, on the cost of service and the re- 
turn upon the defendant’s investment. The Commission; in 
East Jersey R. R. & T. Co. vs. C. R. R. of N. J., 63 I. C. C. 
80, fixed a division of three cents to accrue to the defendant 
out of joint rates between it and its connections, covering both 
rail and lighterage service on all classes of traffic. That division 
was what the connections had offered and allowed in 1919. The 
defendant established rates higher than the divisions allowed. 
Those rates, increased under Ex Parte 74, were imposed on 
the traffic in question. 


FEDERAL PERIOD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14613, Keystone Steel & Wire Co. vs. 
Director-General, Indiana Harbor Belt et al., mimeographed, 
as to rates assessed on pig iron, from South Chicago, to Acme 
(Peoria), Ill., on shipments that moved on various dates in 
1918 and 1919, after June 25 in the first mentioned year. The 
Commsision found the rates unreasonable to the extent they 
exceeded $1.15 prior to June 25, 1918, and $1.40 on and after 
that date. Rates of $1.32 and $1.70 per long ton, were assessed. 

The Director-General defended the higher rates by compar- 
ing them with rates. relatively higher, distance considered, be- 
tween Youngstown and Pittsburgh but the Commission said 
there was no evidence as to the volume of the movement under 
those rates nor any explanation as to why the pig iron rate 
was subsequently reduced, 

This report also embraces No. 14654, Keystone Steel & 
Wire Co. vs. Director General, as Agent, Chicago, Rock Island 
& Pacific Railway Company, et al.; No. 14654 (Sub. No. 1), 
Same vs. Director General, as Agent, Indiana Harbor Belt 
Railroad Company et al.; and No. 14841, Same vs. Director 
General, as Agent, Indiana Harbor Belt Railroad Company et al.. 


AGGREGATES RULE APPLIED 


Application of the fourth section rule that the aggregate of 
intermediate rates must not be exceeded by the through rates 
is made by the Commission in No. 14722, H. D. Lee Mercantile 
Company vs. Director’ General, Boston & Maine, et al., mimeo- 
graphed, the Commission holding that ocean-and-rail rates on 
cotton piece goods, in less-than-carload lots, from New York and 
Boston rate points to Kansas City, via Memphis, between Janu- 
ary 2 and October 4, 1918, were unreasonable to the extent they 
exceeded the aggregate of intermediates. It awarded reparation 
to the basis of $1 prior to June 25, and $1.25 on and after that 
date, in 1918. Charges were collected at the any-quantity rates 
of $1.07 from Boston rate points and $1.04 from New York rate 
points, between January 2 and May 31, 1918, inclusive; $1.105 
between June 1 and June 24, 1918, and $1.38 between June 25 
and October 4, 1918. 

In Burnham-Munger-Root Dry Goods Co. vs. Director Gen- 
eral, 58 I. C. C., and Lee Mercantile Company vs. Boston & 
Maine, 73 I. C. C. 623, the Commission said it found the rates 
assailed in this case unreasonable to the extent they exceeded 
the fourth class rates governed by the Southern Classification, 
to Memphis, plus commodity rates beyond, and awarded repara- 
tion. In those cases, it said, the defendants did not contend 
that rates in excess of the aggregate of intermediates were rea- 
sonable. In the instant case, the Commission said, the Director 
General contended that such rates were reasonable. In addi- 
tion he contended that the financial condition of the carriers 
showed that the higher rates should be given retroactive appli- 
cation to the beginning of federal control. With a view to sus- 
taining the first of the two propositions, the Director General 
compared the rates under assault with all-rail rates from the 
southeastern cotton mills to Kansas City and Memphis with the 
factor of the rate under assault, from Boston and New York, to 
Memphis. In support of the argument that the rates, General 
Order No. 28, should be given retroactive application, the Di- 
rector General submitted financial condition data. 


OBSOLETE RATE REPARATION 


In a mimeographed report on No. 15065, Ouachita Cotton 
Oil Company vs. Missouri Pacific et al., the Commission found 
unreasonable a rate of 25 cents charged on thirteen carloads 
of acid phosphate shipped from New Orleans and Gretna, La., 
to Camden, Ark., in March and April, 1920, to the extent it 
exceeded 15.5 cents. the rate to Little Rock and Pine Bluff, each 
a more distant point. 

The case grew out of the cancellation, in December, 1919, 
and early in 1920, of rates supposed to be obsolete because 
nothing was moving on them. The cancellation tariffs carried a 
promise of the republication of the old rate in the event anys- 
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thing moved within a year to the points which had hee, 
eliminated from the tariff on the assumption that nothing 
would move to the points so eliminated. The cancellatiog 
tariff itself was limited to one year. The rate for the futuze, 
therefore, was not in issue. 

Elimination of the supposedly obsolete rate made trouble 
for the complainant. It asked to have the rate to Camdep 
reestablished, before the shipments were made. It was not 
done, the carriers saying that owing to a press of other urk, 
republication was delayed. The claim for reparation to the 
basis of the rate that had been eliminated was made informally 
in 1921. It could not be settled on the informal docket. Within 
six months from the time the informal claim was returned 
to the complainant with the information that it could not be 
settled, formal claim was filed. The point that the claim 
was not filed within the two years allowed by the statute was 
made but the Commission said that clearly it came within 
the rules governing such matters. In explanation of the sity. 
ation and in disposition of the case, the Commission said: 

Defendants offered no evidence and advised that they would not 
file a memorandum in answer to complainant’s memorandum. They 
had filed application under special docket 64555 to make refund of 
$929.90, the difference between the rate charged and that which would 
have been collected under the 15.5 cent rate. Under our Conference 
Ruling 396, special reparation could not be authorized in default of 
subsequent publication of the rate. In the informal proceedings, 
which are a part of the record herein, defendants admit that the 15.5 
cent rate was cancelled under the assumption that it was obsolete 
and there was no necessity for its continuance, and show that they 
had at the same time made tariff provision for its restoration should 
any movement take place within one year from the effective date 
thereof. The shipments moved during March and April, 1920, or 
within “one year.’? Complainants made a request’ or the republica- 
tion of the rate, but defendants claim that owing to the vast amount 
of reparation and other work in the office, and due to the increases 
and reductions in rates authorized in Ex Parte 74, Increased Rates, 
1920, 58 I. C. 20, and Reduced Rates, 1922, 68 I. C. C. 676, the 
matter of republication was delayed. A check of the tariffs on file 
with us indicates that the rate has not since been restored. The 
rate for the future is not in issue, and the tariff provision in question 
was effective for only one year. 

We find that the rate assailed was unreasonable to the extent 
that it exceeded 15.5 cents per 100 pounds; that complainant made 
the shipments as described and paid and bore the charges thereon, 
was damaged thereby in the amount of the difference between the 
charges paid and those which would have accrued at the rate herein 
found reasonable; and that complainant is entitled to reparation in 
the sum of $929.90, with interest. The record does not indicate the 
routes of movement. Complaint should comply with Rule V of the 
Rules of Practice, 


INCREASE NOT JUSTIFIED 


The Commission, in a mimeographed report on I. and 8. 
No. 2063, Routing of Paper from Michigan to Illinois and Wis- 
consin Points, found increased rates on printing or book paper, 
in carloads, from Kalamazoo, Plainwell, Otsego and White 
Pigeon, Mich., to Mount Morris, Ill., which would result from 
the proposed routing restriction, not justified. The effect of the 
suspended schedules would have been to raise rates to Mount 
Morris and other points intermediate to Freeport, Ill., and other 
destinations in northern Illinois and southern Wisconsin. The 
routing restriction said the rates would apply only when Sship- 
ments were delivered by the New York Central, Elgin, Joliet & 
Eastern or the Indiana Harbor Belt direct to the carrier serving 
the destination. The schedules said that that would not pre 
vent handling via intermediate switching carrier necessary to 
effect delivery to carrier serving the destination. 

Application of six class rates on printing or book paper, the 
Commission said, from Kalamazoo and other Michigan mill 
points to Mount Morris would be unreasonable as compared with 
commodity rates maintained to Freeport and other northern Illi- 
nois points and would result in undue prejudice to the Michigan 
manufacturers and undue preference of the Wisconsin producers. 
The sixth class rates would be applicable to Mount Morris if 
the routing restrictions were permitted. The Commission said 
that the elimination of unduly circuitous routes was desirable 
but that the carriers had not justified the resulting sixth class 
rate to Mount Morris over the Burlington. It said that upon 
the publication of a 21.5 cent commodity rate to Mount Morris 
the order of suspension would be vacated. It added that in the 
event such publication was not filed on or before August 10, an 
order would be entered requiring the cancellation of the 
schedules. 


RATES ON STRAWBOARD 

In a mimeographed report on No. 14985, American Paper 
Products Co. et al. vs. Atchison, Topeka & Santa Fe et al., the 
Commission has condemned rates on corrugated strawboard 
and fiberboard boxes, k.d., in straight or mixed carloads, from 
Carthage, Ind., to Sand Springs, Sapulpa, and Blackwell, Okla., 
as unreasonable. The carriers, not later than September 15, 
are to establish rates of 61 cents to Sand Springs, 65 cents to 
Sapulpa, on a forty thousand minimum; 68, 69 and 70 cents on 
a thirty thousand minimum. Reparation was also awarded. 


TINNERS’ SNIPS OR SHEARS 


The Commission has dismissed No. 15062, Peck, Stow & 
Wilcox Company vs. New York, New Haven & Hartford et al. 
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on a finding that the second class rating, in Official Classifica- 
tion, on tinners’ snips or shears was not unreasonable or unduly 
prejudicial. 


HUB AND SPOKE RATES 


In a mimeographed report on No. 14997, Lynchburg Traffic 
Bureau-Chamber of Commerce vs. Nashville, Chattanooga & St. 
Louis et al., the Commission found unreasonable the rate 
charged on a carload shipment of hubs, in the white, from Tul- 
jahoma, Tenn., to South Clarksville, made in December, 
1922, to the extent it exceeded the combination in effect over 
the route of movement. It further found the rate charged on a 
jess-than-carload shipment of spokes, from Sparta, Tenn., to 
South Clarksville, Va., inapplicable. Tt said the applicable rate 
was not unreasonable and directed reparation to the basis of 
the applicable rate. 


ROOFING PAPER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in a mimeographed report on No. 15068, Hugh 
L. Turner Sheet Metal Company vs. Chicago, Rock Island & 
Pacific et al., as to a rate of 79.5 cents, and the charges ac- 
cruing thereunder, on three carloads of roofing paper, shipped 
petween January 10 and June 3, 1922, from Madison, IIl., to 
Oklahoma City, Okla. The complaint alleged it was unreason- 
able to the extent it exceeded 50.5 cents subsequently established 
and the Commission assented to that proposition. The Com- 
mission said the defendants offered no evidence. It said the 
record showed the carriers had paid reparation to the basis 
of the 50.5-cent rate which was established by the carriers as 
a result of the Commission’s decision in Minnesota-Ontario 
Paper Co. vs. Northern Pacific, 66 I. C. C. 571. 


REPARATION REDUCED 


In a mimeographed report on No. 13859, Isabelle C. Gilbert and 
Addison E. Coddington, doing business as Harry C. Gilbert Co., 
vs. L. & N. et al., the Commission has reconsidered and modified 
its former report, 88 I. C. C. 405, in respect to the amount of rep- 
aration awarded. The commodity involved was canned tomatoes, 
shipped from Livermore, Ky., to Evansville, Ind. The Commis- 
sion, in the original report, found the rates were unreasonable 
to the extent they exceeded 20 cents per 100 pounds and that 
the existing rates were and for the future would be unreason- 
able to the extent they exceeded or might exceed 18 cents and 
awarded reparation on four carloads shipped in October, 1920. 
Through inadvertence, the Commission said, the amount of 
reparation, $1,081.46, awarded in that report, was based upon 
the rate of 18 cents and the order prescribed a rate of 20 cents 
for the future. In this report the Commission reduced the 
award to $1,010.56 based on a 20 cent rate. 


CRUDE OIL REPARATION 


The Commission, in No. 14215 Omaha Refining Co. et al. vs. 
Director-General, mimeographed, found unreasonable the charges 
collected on shipments of crude oil, from Lawton and Walters, 
Okla., to Omah, in January and February, 1920, to the extent 
they exceeded those which would have accrued on a rate of 
27.5 cents. It awarded repartion to that basis. 


REPORT MODIFIED 


Upon further consideration, in No. 13551, J. D. Hollingshead 
Co. vs. New York Central, mimeographed, the Commission found 
the so-called reconsignment charges applicable on two car- 
loads of cooperage stock from Pelham, Ala., to Solvay, N. Y., 
reshipped to Syracuse, unreasonable, authorized the waiving of 
undercharges and awarded reparation in that way. In the 
original report, 73 I. C. C. 640, it found penalty charges col- 
lected in addition to ordinary demurrage charges in December, 
1920, and January, 1922, on the cars, were illegal and awarded 
reparation. Following Chesnutt Lumber Co. vs. Director- 
General, 89 I. C. C. 236, the Commission now has held that 
the charges were unreasonable as applied to these shipments. 

Chairman Hall, concurring, said that in his dissenting ex- 
pression, in the Chesnutt Lumber Co. case, he said, there was 
no occasion for applying the reconsignment charge to the 
reshipment or new shipment in the Hollingshead case. He 
Said he was still of the opinion, and the only reason for con- 
curring in this report was that it followed the majority report 
in the case cited. He said that Commissioner Cox authorized 
him to say that he concurred in that expression. 


SUPPLEMENTAL APPLE FINDING 


In a mimeographed report on further hearing written by 
Commissioner Aitchison in No. 11783, Traffic Bureau of Douglas 
Chamber of Commerce and Mines et al. vs. Director-General, 
Arizona Eastern, et al., the Commission said that the findings 
made in the original report, 73 I. C. C. 292, should be supple- 
mented by a finding of unreasonableness for the period, August 
26, 1920, to October 20, 1922, inclusive, as to the rates on apples 
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to Bisbee and Douglas, Ariz. from Yakima and Zilla, Wash. 
by way of Portland, Oreg., and from Nampa, Idaho, by way of 
Salt Lake City, Utah, the Los Angeles & Salt Lake R. R. and 
It said the rates in question were unreasonable 
to the extent they exceeded $1.565 before, and $1.41 on and 
after July 1, 1922, subject to a minimum of 35,000 pounds. It 
further found that the Buxton-Smith Co. made the shipments 
and was entitled to reparation. 


CLASS RATES APPLICABLE 


An order of dismissal has been made in No. 14455, Ride- 
nour-Baker Grocery Company vs. Missouri Pacific, mimeo- 
graphed, on a finding that the class rates were applicable on 
less-than-carload shipments of canned good, from Kansas City 
to destinations in Kansas. The shipments were made in 1920 
and the following year. Some shipments were charged second 
and some third class. The complainant contended that a rule, 
No. 440, in Western Freight Bureau Circular No. 17-A, L C. C. 
No. A-1155, made LCL commodity rates applicable to the ship- 
ments in question. The Commission said the LCL commodity 
rates’ application was made contingent upon a fourth class rat- 
ing in the current “Western Classification.” It said the ship- 
ments did not fall within the description. 


COTTONSEED CASE DISMISSED 

The Commission has dismissed No. 15218, Cairo Cotton 
Oil Mill, Inc., vs. Illinois Central et al., on a finding that rates 
on cottonseed, from points in western Kentucky and Tennes- 
see to Cairo, Ill. are not unreasonable or unduly prejudicial. 
The report, mimeographed, covers rates from all points on 
the Hickman division of the Illinois Central, except Hickman 
and Dyersburg. The rates from those points were not attacked. 
Hickman, Dyersburg and Tiptonville were alleged to be pre- 
ferred. The first and last mentioned are the division’s junction 
points. The Commission said that considering the differences 
in distance and the relative levels of the rates to Cairo and to 
the points alleged to be unduly preferred, the adjustment could 
not be said to be unduly prejudicial to Cairo. 


RIG IRON REPARATION 


The Commission, in No. 15142, Parkersburg Rig & Reel 
Company vs. Midland Valley et al., mimeographed, determined 
the applicable rate on one carload of rig irons shipped from 
Pawhuska, Okla., to Haynesville, La. After determining what 
the rate was the Commission found it unreasonable and in vio- 
lation of the long-and-short haul provision of the fourth section. 
It found the applicabe rate, on a shipment made in September, 
1921, was $1.26 but that that rate was unreasonable to the 
extent it exceeded 90 cents, minimum 36,000 pounds, as well as 
in violation of the part of the fourth section mentioned. That 
90 cent rate it ordered established not later than September 4. 
A rate of $1.29 was imposed. Refund was made to the basis 
of a rate made by combination, of $1.26. 


BURNT SHALE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15211, Tamms Silica Company vs. Mobile 
& Ohio et al., mimeographed, as to a rate of $4.58 per net ton, 
on burnt shale, from Nashville, Tenn., to Tamms, Ill. The Com- 
mission found it unreasonable to the extent it exceeded $3.335 
prior to July 1, 1922, and $3 thereafter, on a $50,000 pound mini- 
mum. The complainant asked for reasonable and non-dis- 
criminatory rates for the future, but the Commission said the 
present rate of $3 per ton seemed satisfactory. 


SPEEDOMETER REPARATION 


Following decisions in other cases, the Commission, In No. 
14988, Baker Steam Motor Car & Manufacturing Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, has found 
less-than-carload rates and ratings on speedometers, shipped from 
New Rochelle, N. Y., to Pueblo, Colo., November 16, 1920, were 
unreasonable to the extent they exceeded first class. The com- 
plainant paid first class in Official and double first class in 
Western. It sought and obtained reparation to the basis of 
first class in each. 





EXPRESS RATE QUIRK 


In a mimeographed report on No. 15509, Durant Motor Com- 
pany of Michigan vs. American Railway Express Company, 
the Commission condemned as unreasonable, double first class 
express rates on automobile bows, in bundles, less-than-car- 
loads, from Lancaster, Pa., and Metropolis, Ill., to Lansing, 
Mich., to the extent they exceeded first class and awarded rep- 
aration to that basis. The complaint asked for a reasonable 
rating and rate in the future, but the Commission said the 
tariff publications had been changed so there was no need 
for an order for the future. The complainant pointed out 
that, as the tariffs stood, if the bows were intended for horse 
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drawn vehicles a first class rate would be applicable, but if 
for automobiles, then double first class would apply. 


STOVE AND RANGE RATES 


In a mimeographed report on I. and S. No. 2105, Stoves, 
ranges and furnaces, Michigan points to various C. F. A. points, 
the Commission said the proposed cancellation of commodity 
rates on stoves, ranges, gas water-heaters, and furnaces, in 
carloads, from Detroit and certain intermediate points, to 
Chicago, Milwaukee and St. Louis, and to upper Mississippi 
river crossings, had been justified in part. It ordered the 
cancellation of the suspended schedules without prejudice to 
the filing of new ones in conformity with its finding. That 
finding was that the schedules had been justified, except in so 
far as they related to the present commodity rate on warm-air 
furnaces. The carriers, in justification of their proposal, said 
the class rates constituted the normal basis on such traffic and 
that the present commodity rates were unremunerative. ‘Their 
existence, they said, had caused applications to be made for 
the establishment of commodity rates from other points. 

The carriers did not propose to cancel commodity rates on 
heating boilers, hot water or steam, and radiators, which come 
into competition with warm-air furnaces. One of the protestants 
said there was no objection, on its part, to an increase of the 
minimum on warm-air furnaces to 30,000, the minimum pro- 
posed on heating boilers and radiators, the report said. 


COTTON MISROUTING 


The Commission; in No. 15213, E. B. Rand & Company vs. 
Louisiana & North West et al., mimeographed, awarded repara- 
tion on account of the misrouting of three shipments of cotton, 
carloads, from Magnolia, Ark., to Louisville, Ky., in May, 1921. 

The complainant alleged that the charges assessed were 
illegal. The shipments were delivered to the Louisiana & North 
West. with routing instructions “Via St. L. S. W., L. & N. 
delivery.” Each bill of lading contained notations to the effect 
that the rate included cost of compression and was $1.155. The 
Commission said the latter rate was not applicable over any 
route. Charges were collected at the applicable rate of $1.535, 
made up of a rate of $1.095 to East St. Louis and forty-four cents 
beyond. The Commission said there was contemporaneously ap- 
plicable, from Magnolia to Louisville over the Louisiana & North 
West and St. Louis Southwestern to Memphis, and to Louisville 
& Nashville beyond, a rate of $1.40 composed of ninety-six cents 
from Magnolia to Memphis and forty-four cents beyond. 

The Commission found that the charges collected on the 
shipments were legally applicable, but that they were misrouted 
in that they were not forwarded via Memphis over which the 
applicable rate was $1.40. Reparation was awarded to that 
basis, to be paid by the St. Louis Southwestern. 





ROUTING CHANGE JUSTIFIED 

A finding of justification has been made in I. and S. No. 
2090, routing between Texas and Southeastern points and 
Eastern and New England territories, mimeographed. The 
order of suspension has been vacated. The change was pro- 
posed by the cancellation of all class and commodity rates 
applicable as proportional rates from or to Port Arthur, Tex., 
and as joint rates in connection with rail lines, of the Trans- 
marine Corporation, a steamship line operating between Port 
Newark, N. J. and Port Arthur, and to substitute Beaumont 
for Port Arthur as a port of call for its vessels, the proposed 
schedules to name the same rates in connection with the same 
and other rail carriers operating to and from Beaumont, as are 
now maintained, to, from, or via Port Arthur. 

The Port Arthur Chamber of Commerce and Shipping pro- 
tested against the proposed substitution of Beaumont for Port 
Arthur as the port of call for the boats of the steamship 
line. The Commission decided the case upon the authority of 
Lucking vs. Detroit & Cleveland Navigation Co. 68 U. S. (Law. 
Ed. 580, decided May, 26 1924). In that case the Supreme Court 
of the United States said no duty to continue to operate its 
boats on the Detroit and Mackinac Island route was imposed 
upon the boat line by its charter, the statutes of Michigan, the 
common law, or federal statutes. 


LUMBER INCREASE FORBIDDEN 


The Commission, in I. and S. No. 2115, Lumber from North- 
west to Arona, Pa., mimeographed, said the carriers had not 
justified the proposed higher rates on lumber and shingles, from 
the Pacific northwest to Arona, Pa., and ordered the suspended 
schedules canceled. The proposed rates were made to remove 
fourth section departures. The Commission said there had been 
no movements of lumber to Arona but that there had been to 
other points east of Turtle Creek and intermediate to Arona, 
such as Wilmerding, Irwin, Manor and Penn. 


ARKANSAS COTTON COMPRESSION 


In a mimeographed report on I. and S. No. 1969, compres- 
sion, concentration and storage of cotton, No. 15464, Jonesboro 
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Freight Bureau et al. vs. St. Louis-San Francisco, and No. 15471, 
Southeast Compress Co. vs. Same, the Commission found the 
proposed and existing rules and regulations of the St. Louis. 
San Francisco governing concentration and compression of 
cotton at Jonesboro, Ark., and at Hayti, Steele, Caruthersville 
and Malden, Mo., unduly prejudicial to those points and unduly 
preferential of Blytheville and West Memphis, Ark. and Men. 
phis, Tenn. It found the proposed rules and regulations of 
the respondent governing storage in transit, of compressed 
cotton and charges thereon at East St. Louis, West Memphis 
and Jonesboro, not unreasonable or otherwise unlawful. 

These cases have given division No. 3, composed of Com. 
missioners Hall, Campbell and Cox an unusual amount of work. 
Attorney-Examiner John McCord wrote a ‘proposed report. 
Then, owing to the peculiar circumstances of the case, So says 
the report, the division itself put out a tentative report giving 
the parties until July 5 to show cause why that tentative re. 
port should not be adopted. In the light of what the protest. 
ants, respondent and interveners said, the division modified 
its own views. Its conclusions differ from those recommended 
by Mr. McChord. The formal complaints were filed after the 
investigation and suspension docket was created by the pro- 
tests of some of those who afterward made the formal com- 
plaints. The schedules under suspension contain regulations 
governing: (1) the floating of uncompressed cotton from points 
at which cotton compresses are located to other cotton conm- 
press points for concentration or compression; (2) the move- 
ment of compressed cotton from certain compress stations in 
Arkansas and Missouri, to East St. Louis for storage in transit 
at Jonesboro and West Memphis. The two services were 
considered separately in the report. In respect of the first 
mentioned phrase of the cases the Commission said: 


The existing items assailed, and the proposed items under sus- 
pension, do not provide any rates or charges; nor do they bring 
in question the ‘‘carrier’s privilege of compression.’ Upon this 
record, therefore, we cannot do more than require removal of the 
undue prejudice under both the present and the proposed rules to 
certain compress points. Obviously that prejudice could be removed 
either by the establishment of a rule which would permit the 
indiscriminate ‘‘floating’’ of uncompressed cotton from Cne compress 
point to or through another compress point without regard to dis- 
tance, or by a flat requirement that, except in case of disability, 
the cotton must be compressed at point of origin if a compress is 
located there. We make no finding upon this record as to the 
method to be adopted in removing the undue prejudice but in the 
interest of all parties suggest that neither of the above arrange- 
ments would be desirable. In lieu thereof we offer the tentative 
suggestion that the ‘floating’? of uncompressed cotton from one 
compress point to another might well be permitted at least to the 
same extent that cotton from noncompress points is permitted to 
pass by one compress point to another in transit. The possibility 
that this might lead to waste of transportation could be guarded 
against by a rule to the effect that cotton may be compressed at 
point of origin without charge, other than the usual compression 
charge, in addition to the through rate but if floated uncompressed 
to another compress point for compression there a charge graded to 
correspond with the distance to point of compression will be ap- 
plied. Such a charge should be small where the distance is short 
-and increase with increase in distance. The rule would thus en- 
courage rather than compel, the compression of cotton at the point 
of origin where possible but would not operate to the detriment of 
growers or other shippers who prefer to try the market at other than 
the nearest compress point. ie 

We find that the present rule and the nearest individual 
items defining the stations from which the various compress points 
may draw uncompressed cotton for concentration and compression are 
and for the future will be unduly prejudicial to the compresses 
located at Jonesboro, Hayti, Caruthersville, Steele, and Malden, 
and unduly preferential of competing compresses at Blytheville, 
West Memphis, and Memphis. We further find that the proposed rule 
and the proposed individual items containing similar provisions 
and exceptions have not been justified. 


In respect of the storage in transit phase of the cases, the 
Commission said: 


Injustification of the proposed establishment of storage in transit 
at West Memphis respondent states that the compress at West 
Memphis has very substantial warehousing (facilities, and that 
because of its close proximity to Memphis it may be considered as 
in the nature of a suburb, easily accessible to buyers on the Memphis 
market. 

As is well known, storage in transit at primary and _ inter- 
mediate markets on various products such as grain and hay is quite 
generally practiced. Memphis and East St. Louis are large markets 
with adequate storage facilities. The storage in transit of com- 
pressed cotton at these points is to the interest of cotton growers 
and shippers alike and there is nothing objectionable in respondent’s 
practice which permits storage in transit of compressed cotton at 
such points. The situation here presented is quite different from that 
considered by us in connection with the rules relating to the com- 
pression of flat cotton. 

We find that the schedules under suspension in so far as they 
relate to the storage in transit of compressed cotton at East St. 
Louis, West Memphis and Jonesboro, have been justified, and that 


the proposed storage-in-transit charge at Jonesboro is not unreason- 
able. 





SCRAP PAPER INCREASE ALLOWED 


The Commission, in a mimeographed report on I. and S. 
No. 2076, has found justified, the proposal of the Michigan 
Central to cancel a commodity rate of 6.5 cents on scrap paper, 
in carloads, via Gary, Ind., between Chicago and Joliet, leaving 
a class rate of 11.5 cents in effect. The Michigan Central has 
a long line between Chicago and Joliet. It was testified that 
the 6.5 cent rate was made to meet the short line rate. It was 
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made applicable at intermediate points, Griffiths, Ind., being 
one of them. Some scrap paper has moved on that rate to 
Griffith but not between the two Illinois points. | The respond- 
ent said that if the cancellation were allowed its rate would 
pecome the same as that the short line to Griffith, namely, 44.5 
cents. It testified that on the 6.5 cent rate the per diem and 
switching reclaim, added to the absorption in Chicago, made 
an expense for the Michigan Central 94 cents per car greater 
than the total revenue. The schedules were suspended upon 
the protest of the Indiana State Chamber of Commerce. The 
Commission said that, apparently there had been no request 
for a reduction in the rate over the direct line to Griffith. 


JUSTIFIED IN PART 


In a mimeographed report on I. and S. No. 2094, Cotton 
Batting in Western Trunk Line territory, the Commission found 
justified the proposed changes in so far as they provided for the 
application of third class rates on cotton batting in machine 
pressed bales, minimum 18,000 pounds subject to rule 34, It 
found not justified, the schedules in so far as they provided 
for the application of the graduated scale to the minimum 
weight of 10,000 pounds on cotton batting, in boxes, paper-lined 
crates, or bales not machine-pressed in carloads. The schedules 
were protested by the chambers of commerce of Omaha, Kansas 
City and St. Joseph. 


TILE CASE DISMISSED 


The Commission has dismissed No. 14418, Illinois Fire-Proof 
Construction Co. vs. Director-General and Illinois Central, 
mimeographed, on a finding that a rate of 90 cents charged on 
55 cars of hollow building tile, shipped between December, 1918, 
and June, 1919, from Kankakee to Chicago was not unreason- 
able. The Commission said the complainant introduced no sub- 
stantial evidence to prove the unreasonableness of the 90 cent 
rate, but relied upon its contention that under General Order 
No. 28 the rate on hollow building tile should not have been 
increased 2 cents per 100 pounds, the amount provided in that 
order for brick, other than enameled or glazed, but should have 
been increased 25 per cent. It also relied, the Commission said, 
on the subsequent reduction of the rate. 





SADDLERY COMPLAINT DISMISSED 


An order of dismissal has been entered in No. 14925, United 
States Farm Sales Company vs. A. T. & S. F. et al., on finding 
that Official and Western classification ratings on various har- 
ness and saddlery articles are not unreasonable or otherwise 
unlawful, 





REPARATION DENIED 


The Commission, in a mimeographed report on No. 14390, 
Chicago Fire Brick Co. vs. Director-General, found rates on 
sewer pipe from Brazil, Ind., to Manitowoc and Sheboygan, 
Wis., and Menominee, Mich., in 1919, unreasonable. The com- 
plaint alleged the rates were unreasonable, unjustly discrimina- 
tory, unduly prejudicial and in violation of the fourth section. 
The Commission found the rates were unreasonable to the 
extent they exceeded 20 cents to Sheboygan and 22% cents to 
Manitowoc and Menominee. It said the record contained no 
evidence to show that complainant paid and bore the charges, 
and therefore, it dismissed the complaint. 


GLASS SAND RATES 


The Commission in No. 14642, Macbeth-Evans Glass Co. vs. 
B. & O. R. R. Co., Director-General, et al., mimeographed, 
found rates on glass sand from Berkeley Springs, W. Va., to 
Charleroi, Pa., to have been unreasonable and unduly prejudicial 
between November 1, 1916, and February 14, 1919. The Com- 
mission found the rates were unreasonable and unduly preju- 
dicial to the extent they exceeded $1.32 per net ton prior to 
April 26, 1918, $1.50 from April 26 to June 24, 1918, and $1.07 
on and after June 25, 1918, and that the complainant was 
entitled to reparation. 


ABSORPTION NOT INADEQUATE 


The Commission has dismissed No. 14994, Laona & North- 
ern Ry. Co. vs. C. & N. W. Ry. Co., mimeographed, on a finding 
that the maximum absorption by the defendant on interstate 
shipments of $3 per car, out of the complainant’s switching 
charge, between Laona and Snyders, Wis., on such shipments 
is not inadequate or otherwise unreasonable. The complaint 
asked the Commission to authorize the complainant and the 
defendant to agree upon switching charges of $2 on logs and 
$5 on other freight traffic, to be absorbed by the North West- 
ern, or, in the event that complainant and defendant could 
not agree, to establish appropriate charges and to require 
absorption thereof by the defendant. The North Western, the 
Commission said, did not oppose the complaint and apparently 
was willing to increase its absorption. The Commission said 
the complainant had been before it three times preceding this 
one, presenting the matter of absorption of switching charges, 


TRAFFIC WORLD 173 


or divisions accorded to it by connecting trunk lines. The 
Commission in the first of the three cases decided the com- 
plainant was a common carrier, and prescribed a maximum divi- 
sion of 1.5 cents on lumber and mill products for its haul of 
10 miles to the Soo Line. In the second case it reaffirmed the 
first. In the third, it fixed a division not exceeding 2 cents for 
certain distances. The Commission said the evidence showed 
that to sanction the increased absorption, would result in ac- 
cording the Laona & Northern a preferred position over other 


lines, operated largely under similar circumstances and condi- 
tions. 


PRINTING PAPER REPARATION 


A finding of unreasonableness and an order of reparation 
have been made in No. 15189, San Antonio Paper Company vs. 
C. & A. R. R. Co., et al., as to rates and the charges accru- 
ing thereunder on printing paper, from Hamilton, O., to San 
Antonio, Tex., and on strawboard from Peoria to San Antonio. 
In addition the Commission said that the rate was unduly pre- 
judicial. The applicable rates of $1.121%4 prior to July 1, 1922, 
and $1.011%4 thereafter were collected on the printing paper: A 
rate of 81 cents was assessed on the strawboard. The Com- 
mission said the rate was $1.02 and that an undercharge was 
outstanding. 

The Commission found the rates assessed on printing paper 
were unreasonable and unduly prejudicial to the extent they 
exceeded 86.5 cents prior to July 1, 1922, and 78.5 cents there- 
after. It found the rate on strawboard from Peoria to San 
Francisco was unreasonable and unduly prejudicial to the ex- 
tent it exceeded 78 cents and ordered reparation to the basis 
indicated. The case was decided on the authority of Minnesota 
& Ontario Paper Company vs. Northern Pacific, 66 I. C. C., 571. 


PUGET SOUND COMMON CARRIER 


The Commission in No. 10946, Puget Sound & Cascade vs. 
Director-General, Great Northern et al., and No. 11398, Clear 
Lake Lumber Company vs. Director-General and Puget Sound 
& Cascade et al. (mimeographed) held that the Puget Sound 
Road was a common carrier entitled to divisions, but left the 
question of what its divisions should be to it and its connections, 
they to remember that the industrial road was owned by the 
lumber company. Lumber rates were found unduly prejudicial 
to the lumber company to the extent that they exceeded, to 
points west of Minnesota Transfer, the coast group rates main- 
tained from other short lines. Reparation was awarded on ac- 
count of that undue prejudice. “ 


COMMISSION ORDERS 


The Commission has reopened No. 15236, Cattle & Horse 
Raisers’ Association of Oregon et al. vs. Northern Pacific Ry. 
et al., for further hearing and consideration in connection with 
I. and S. No. 2186, cattle and sheep between points in Idaho, 
Montana, Oregon and Washington, both cases to be assigned 
for hearing at a future date. 

The effective date of the Commission’s order in No. 13026, 
Wichita Motors Company vs. A. & V. Ry. et al., has been 
postponed, and the proceeding has been reopened for oral 
argument. 

The complainants’ petition for reargument and modifica- 
tion of the report in No. 11733, Parkersburg Rig & Reel Com- 
pany vs. B. & O. R. R. et al., and No. 13980, Same vs. Same, 
has been denied. 

The Commission has reopened the proceedings in No. 
13292, Duluth Brewing & Malting Company vs. Great Northern 
Ry. Co., for further hearing solely upon the question of the 
reasonableness of the rates charged on empty returned kegs. 

The Commission has denied the complainants’ petition for 
rehearing on the question of reparation in Nos. 14136, (and 
Sub. No. 1), The Garratt-Callahan Company vs. A. C. L. R. R. 
et al., and 14039, The Brooks Oils Company vs. B. & O. R. R. 
et al. 

The Commission has reopened No. 11224, Chicago Coal 
Merchants’ Association vs. Director-General, Santa Fe, et al., 
for further hearing; however, the effective date of its order 
of May 6 shall continue in full force and effect. 

The Barber Asphalt Company and Certain-teed Products 
Corporation have been authorized to intervene in No. 15886, 
Sub. No. 1., The Philip Carey Company et al. vs. A. G. S. R. R. 
et al. 

The Commissien has denied the petition of the defendants 
in No. 12253, Goodwin Preserving Company, Inc., vs. Louisville 
Bridge & Terminal Ry. et al., for a postponement of the effective 
date of the order entered April 8, and effective on or before 
August 20, 1924. 

The Minneapolis Traffic Association and St. Paul Association 
of Public and Business Affairs have been permitted to intervene 
in No. 15824, Grand Forks Commercial Club vs. Chicago & North- 
western Ry. et al, 

The Atlas Portland Cement Company (of Kansas) has been 
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permitted to intervene in No. 12578, Iola Cement Mills Traffic 
Association et al. vs. Director-General, Santa Fe, et al. 

The H. M. Rose Company and Minneapolis Traffic Associa- 
tion and St. Paul Association of Public and Business Affairs 
have been permitted to intervene in No. 15823, Duluth Chamber 
of Commerce vs. Chicago & Northwestern et al. , 

The Iola Cement Mills Traffic Association, the Great Western 
Portland Cement Company, the Monarch Cement Company, Ash 
Grove Lime & Portland Cement Co., Dewey Portland Cement Co., 
and the Fredonia Portland ement Company have been permitted 
to intervene in No. 15938, Oklahoma Portland Cement Company 
vs. Santa Fe et al. ; 

The Lehigh Portland Cement Co., the Iola Cement Mills 
Traffic Association, the Great Western Portland Cement Co., the 
Monarch Cement Co., Ash Grove Lime & Portland Cement Co., 
the Dewey Portland Cement Co. and the Fredonia Portland 
Cement Co. have been permitted to intervene in No. 15923, 
Oklahoma Portland Cement Co. vs. Abilene & Southern Ry. et al. 

The Marquette Cement Manufacturing Company, The 
Clinchfield Portland Cement Corporation, the Kosmos Portland 
Cement Company, the Phenix Portland Cement Company, the 
Southern Cement Company, the Gulf States Portland Cement 
Company, and the Texas Portland Cement Company, have been 
permitted to intervene in No. 15806, Lehigh Portland Cement 
Co. vs. Aberdeen & Rockfish R. R. Co. et al. 

The Commission has modified its order of April 14, 1924, 
in No. 13563, Western Petroleum Refiners Association vs. the 
Chicago, Rock Island & Pacific Ry. et al., so as to permit the 
defendants therein to establish class rates in compliance with 
said order upon not less than one day’s filing. ‘ 

The Wabash Railway Company has been permitted to in- 
tervene in No. 15682, Missouri-Kansas-Texas R. R. Co. vs. Kan- 
sas City Terminal Ry. Co. 

The Commission has modified its orders in No. 14476, North- 
western Coal Dock Operators’ Ass’n. vs. C. & A. R. R. et al., and 
consolidated cases, by postponing their effective date from 
August 21 to September 10. ; 

The Pacific Lumber Company and Larsson Traffic Service 
have been authorized to intervene in No. 15684, The Lum- 
bermen’s Exchange vs. Southern Pacific Co. et al. ; 

The Springfield Chamber of Commerce has heen permitted 
to intervene in No. 15761, Fifth and Ninth Districts Coal Traffic 
Bureau vs. C. R. I. & P. Ry. et al. 

The Fairmont Creamery Company has been authorized to 
intervene in No. 15823, Duluth Chamber of Commerce vs. 
Cc. & N. W. Ry. et al., and in No. 15824. The Grand Forks Com- 
mercial Club vs. C. & N. W. Ry. et al. 

The Clinchfield Portland Cement Corporation has been per- 
mitted to intervene in No. 15900. Securitv Cement and Lime 
Company vs. Aberdeen & Rockfish R. R. et al. 

The Central Oil and Gasoline Company and Home Oil and 
Gasoline Company have been permitted to intervene in No. 
16072, St. Joseph Viscosity Oil Company vs. Santa Fe et al. 


TENTATIVE VALUATIONS 


The Commission has made a tentative valuation of the prop- 
erty of the Grand Rapids & Indiana and Cincinnati, Richmond & 
Fort Wayne Co. as of June 30, 1917. The last-mentioned road is 
operated by the Grand Rapids & Indiana under lease. It’s line 
extends from Richmond, Ind., to Fort Wayne, Ind., a distance of 
85.75 miles. It found the final value for rate-making purposes 
of the property wholly owned and used to be $20,019,000, and of 
the total used $22,533,087, including $519,000 on account of work- 
ing capital, including materail and supplies. ae 


The investment in road and equipment, as stated on the com- 
pany’s books on the valuation date, was $19,117,732.56. The Com- 
mission said that if readjustment were made this amount would 
be reduced to $18,880,189.91, of which $16,665,299.50 less an unde- 
termined portion assignable to offsetting items recorded at $828,- 
051.19, represented the par value of securities and other obliga- 
tions issued or assumed, and outlay in investment securities 
owned, the money value of which at the time of the transaction 
was not known and could not be determined as it was not shown 
in the record. 

The cost of reproduction new of the total owned was stated 
at $20,128,901, and less depreciation $14,965,184. The cost of 
reproduction new of the total used was stated as $22,675,861, 
and less depreciation $16,946,956. 

The Cincinnati, Richmond & Ft. Wayne was given a final 
value for rate-making purposes of $2,458,681, of which $2,450,000 
Was assigned to the part of the property leased to the Grand 
Rapids & Indiana. The investment in road and equipment of the 
Cincinnati, Richmond & Ft. Wayne was stated on its books as 
$4,345,889.86, no equipment being owned. The cost of reproduc- 
tion, new, was stated at $2,453,072, and less depreciation at 
$1,932,011. 

The Commission has made a tentative valuation of the Hart- 
well Railway Company as of June 30, 1916. The carrier is con- 
trolled by the Southern Railway Company, through stock owner- 
ship. The final value is stated to be $122,860. 

The Commission has made a tentative valuation of the 
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property of the Interstate Railroad Company as of June 30, 1916 
The final value of the wholly owned and used property is stated 
at $1,802,000, and of the total used as $1,835,220. The investment 
in road and equipment as shown by the company’s books was 
stated at $1,872,748.94. The Commission said that if readjust. 
ment were made this amount would be reduced to $1,795,738.9 
The cost of reproduction of the property wholly owned and used 
new, was stated at $1,913,727, and less depreciation at $1,642.95), 
The cost of reproduction of the property used, new, was stated a 
$1,945,556, and less depreciation at $1,669,310. 


JEFFERSON SOUTHWESTERN ORDER 


In a report on rehearing in finance docket No. 2556, Cop. 
struction of line by Jefferson southwestern, mimeographed, the 
Commission has amended its report made in 86 I. C. C. 796. The 
report was amended by changing the first two sentences of the 
paragraph beginning on page 801 and closing on page 802 to 
read as follows. 


We ought not to grant a certificate of public convenience ang 
necessity for the construction of a railroad whose operation, it 
seems reasonable to believe, may prove to be in violation of the 
commodities clause. In our opinion, however, the dangers against 
which that clause was directed may in this case be avoided by 
the attachment of a condition to the issuance of the certificate. 


The report was further amended by changing the last para- 
graph on page 802 to read as follows: 


The problem may be solved, it seems to us, by withholding 
the issuance of the certificate of convenience and necessity until 
some valid arrangement has been made and has received our 
approval under which the Chicago, Burlington & Quincy Railroad 
Company, the Chicago & Eastern Illinois Railroad Company, the 
Louisville & Nashville Railroad Company and the Southern Rail- 
way Company shall have the opportunity, at any time within a 
period of not less than five years, jointly to the extent that they 
may desire to participate, but severally if but one of said com- 
panies wishes to utilize the opportunity, to assume control of the 
new railroad company by purchasing at par such stock of appli- 
cant as may be issued with our approval under section 20a of the 
interstate commerce act or by leasing its property. This arrange- 
ment may take the form of a declaration of trust or a contract or 
any other instrument that will lawfully accomplish the result 
desired and meet with our approval. 


; Coincident with the amendment of the order, the Commis- 
sion denied the motion of the applicant filed May 19, 1924, for 
the entry of an order and certificate without conditions. 


SUSPENDED TARIFFS 


In I. and S. No. 2186, the Commission has suspended from 
July 17 until November 14, schedules in supplement No. 8 to 
Union Pacific I. C. C. No. 3336. The suspended schedules pro- 
pose to increase the rates on cattle and sheep, carloads, between 
points in Idaho and Montana on the one hand and Portland, Ore, 
Spokane, Wash., and related points on the other. The follow- 
ing is illustrative: Rates are in dollars per car. 

From Du Bois, Ida., to Portland, Ore., present, 149; proposed, 155; 
from Butte, Mont., to Portland, Ore., present, 130; proposed, 155. 

In I. and S. No. 2188, the Commission has suspended from 
July 20 and 25 until November 17, schedules in Grand Trunk 
Railway (Lines West) I. C. C. A2259 and in supplement No. 7 
to Pere Marquette I. C. C. No. 3988. The suspended schedules 
propose to increase the charges for switching loaded or empty 
cars to and from scales when shipments are weighed or re 
weighed at points in the Detroit, Mich., switching limits, when 
such service is performed at the request of shippers, by the 
assessment of full tariff rates to and from the scales in lieu of 
75 per cent of the one way rate at present in effect, which 
would result in increases in some instances of $11.47 per car. 

In I. and S. No. 2190, the Commission has suspended, from 
July 25 until November 22, schedules in Supplement No. 5 to 
Countiss’ I. C. C. No. 1134. The suspended schedules propose 
to establish commodity rates on electric wire insulators and 
metal accessaries for same, in straight or mixed carloads, on 
eastbound trans-continental traffic from California and other 
southwestern states to siations in Arkansas, Colorado, Iowa, 
Kansas, Louisiana, Missouri, Nebraska, New Mexico, Texas and 
Wyoming which would result in reductions. The following is 
illustrative: 


Insulators (other than glass) from Emeryville, Calif., to Beau- 
mont, Tex., present, 240; proposed, 106; to Albuquerque, N. M., pres- 
ent, 197; proposed, 106; to Denver, Colo., present, 197; proposed, 106. 


CHANGES IN DOCKET 


I. and S. 2171, wool between points in New England ter- 
ritory, was assigned for July 21 at Washington, D. C., before 
Examiner Fleming. 


Hearing in I. and S. No. 2151, petroleum and its products 
from Louisiana, Oklahoma and Texas to Kansas and Nebraska, 
assigned for July 22, at Fort Worth, Tex., before Examiner 
Armstrong, was canceled. : 

Hearing in I. and S. No. 2146, routing on phosphate rock 
from Florida to Knoxville,Tenn., assigned for July 25, at Knox 
ville, Teénn., beforé Hxamintr Trezise, was canctlled. 


July 2 
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ALABAMA RATE REVISION 


Alabama commission rate revisions, considered in a furthe 
nearing in No. 9560, Meridian~fraffie.Bureau vs. Southern Rail-- 
way, Director-General et al., have so commended themselves to 
Examiner Howard Hosmer that he has recommended modifica- 
tion of the Commission’s original reports, contained in 60 I. C. C. 
5 and 66 I. C. C. 179, in so far as they relate to cotton in bales, 
any quantity, clay, shale and concrete products, so as to permit 
the proposed rates to be made effective, for application to traffic 
petween Meridian and points in Alabama, affected by the orders 
of the federal commission. He said no modification should be 
made in the orders in so far as they affect hay. 

A third recommendation is that the Commission find the 
maintenance of relatively lower rates on gravel, between Demo- 
polis and other points in Alabama, than those between Meridian 
and such points, would not be unduly prejudicial to the com- 
plainant. 

The report also covers I. and S. No. 1372, the Meridian Rate 
case, 2 CaSe growing out of the suspension of schedules proposed 
by the carriers in proported compliance with the Commission’s 
report and order in the formal docket case. In its report on 
the formal docket case the Commission said the action it then 
took was without prejudice to possible readjustments based on 
proceedings of broader scope, or to the right of any interested 
party to apply for a modification of the order as to any intra- 
state rate on the ground that such intrastate rate was not so 
related to interstate rates to and from Meridian as to contravene 
the provisions of the interstate commerce law. 

This further hearing in the matter was upon the petition of 
the Alabama commission which represented that it had recently 
prescribed intrastate rates, differing from those prescribed by 
the federal body, and that the rates on hay prescribed in 
Washington unduly prejudiced producers in Alabama. The gravel 
rates were brought into the case by operators of a gravel pit near 
Demopolis. The Alabama commission asked for modification 
of the federal orders, or vacation or annulment thereof so as to 
restore the Alabama commission to jurisdiction over the rates in 
question. The Meridian Traffic Bureau filed an answer opposing 
restoration of jurisdiction. 

The cotton rates prescribed by the Alabama commission, in 
November, 1923, were the same as those adopted by the Georgia 
commission some time prior thereto. The scales substantially 
reduced the rates on the shorter distances. The proposed single- 
line scale would give higher rates for distances greater than 
120 miles than the existing rates. The proposed scale for ap- 
plication on standard lines and those on weak lines would result, 
Hosmer said, in both increases and reductions. 


; Rates on the other commodities were reviewed at con- 
siderable length and Hosmer advised permitting them to be sub- 


nag tang for the Commission-made rates in all instances except 
on hay. 


FOURTH SECTION RELIEF DENIED 


’ Attorney-Examiner M. A. Pattisonn, in Fourth Section Ap- 
plication 14436, has recommended denial of permission for the 
establishment, by transcontinental carriers, of reduced com- 
modity rates from eastern defined territories, Groups D to J, 
inclusive, to Pacific coast terminals. He said the benefits the 
railroads, as a whole, might realize appeared greatly dispro- 
portionate to the loss the water lines would suffer. He said the 
record showed that the total tonnage, both ways, of the water 
lines was but a very small fraction of that of the transconti- 
hental lines. He said diversion of any substantial tonnage from 
the water lines would have but an inappreciable effect on the 
het revenues of the rail lines, while, on the other hand, it 
might seriously impair the ability of the water lines to maintain 
their present standard of service. 

The Pattison report gives distinct recognition to a justi- 
fication of the rates on every point except the damage they 
would do to the competing water lines. It says the record 
indicates that the proposed rates more than cover the ad- 
ditional expense of handling the traffic; that they are not lower, 
a8 a rule, than necessary to meet, from Chicago territory, the 
competition of the water route from eastern points of origin, 
and are not so low as to threaten the extinction of legitimate 
water competition. 

The application, filed August 11, 1923, asked for authority 
to publish rates on a limited list of commodities, from points 
In eastern defined territories, groups D to J, inclusive, to 

acific coast terminals which would be lower than the rates 
contemporaneously in effect on the same commodities, to inter- 
Mediate points. The territory from which the proposed rates 
would apply, says the report, lies, roughly, between Colorado 
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common points, on the west, and a line drawn north and south 
through Chicago, on the east, and includes a few points in 
group C territory east of Chicago, on the Milwaukee road. 
With a few exceptions, says the report, it is proposed to apply 
group D (Chicago) rates from all points west thereof to and 
including the Colorado common point line. The rates on iron 
and steel manufactured at Minnequa, Colo., in group J, would 
be lower. 

Lines east of Chicago did not join in the application. The 
New Haven and the Boston & Maine joined the intermediate 
territory in active opposition to the proposed lower rates. 

Mr. Pattison took up and considered several of the com- 
modities listed for application of the rates so as to make a 
record showing they would not be lower than necessary to 
meet the boat line competition and sufficiently high to cover 
the additional cost of carrying the traffic the railroads hoped 
to obtain. In conclusion he said: 


It is unnecessary to proceed through the entire list of commodities 
enumerated in the application. Considered as a whole it cannot be 
said that the proposed terminal rates are lower than would be 
necessary to permit the applicants to compete on a relatively equal 
basis with the water lines. Each commodity, with the possible 
exception of ammunition and cotton piece goods, can now move from 
some point of — in the East at a lower through charge than 
would apply on a like commodity originating in Group D. 

The record indicates that the proposed rates more than cover 
the additional expense of handling the traffic, are not as a rule lower 
than necessary to meet from Chicago territory the competition by 
the water route from eastern points of origin, and are not so low 
as to threaten the extinction of legitimate water competition. Nor 
does it seem probable that they would impose an undue burden on 
other traffic or jeopardize the return on the value of carrier property 
generally. If there were nothing further to consider it could be 
said that the applicants had met all the requirements of the law and 
were entitled to fourth section relief. But there are other phases 
to this question which must be given careful consideration. Before 
fourth section relief may be granted this commission must be satisfied 
that there would not thereby be created infractions of other provi- 
sions of the act, particularly those of section 3 prohibiting undue or 
unreasonable preference or advantage, or prejudice or disadvantage 
to persons or localities. 


Because Pittsburgh enjoys certain rail-and-water rates on iron 
and steel to the Pacific coast, the western carriers are proposing 
all-rail rates, not from Pittsburgh but from Chicago, approximately 
the same as the rail-and-water rates from Pittsburgh, and are 
blanketing those rates to the Colorado common point line, departing 
from the blanket adjustment only at Minnequa, Colo., because of the 
order entered in Colorado Fuel & Iron Co. vs. Director General, 57 
I. C. C. 253, prescribing rates from Minnequa not in excess of 177 
per cent of the rates from Chicago. Thus the natural advantage of 
location near the Atlantic Seaboard which Pittsburgh enjoys is to be 
neutralized by extending it to points from 500 to 1,500 miles farther 
away. Manufacturers of other commodities in the Central West would 
likewise be accorded a basis of_ rates to which they are not legit- 
imately entitled by any natural advantage which they possess, whereas 
the manufacturers of the same commodities on the seaboard would 
have their advantage taken from them or diminished. While the 
manufacturers in the Central West would thus have accorded to them 
the advantage of proximity to water transportation to which they are 
not geographically entitled, and would be placed more nearly on an 
equality with the eastern manufacturers nearer the seaboard with 
respect to shipments of the latter moving to the Pacific coast cities 
through the Canal, they would not only continue to enjoy the ad- 
vantage of their more westerly location on traffic moving all-rail 
from the East, but this advantage would be increased. Reference 
has already been made to the increase from 15 cents to 34 cents 
in the spread betwen the all-rail rates on wrought iron pipe from 
Pittsburgh and Chicago. Rates on other commodities from other 
eastern points would be similarly affected. Paint, for example, is 
manufactured in Cleveland, Ohio, and in Chieago. The all-rail rate 
from Cleveland to the Pacific coast is now $1.40, or 15 cents higher 
than from Chicago. The proposed rate from Chicago is $1, which 
would increase the spread to 40 cents, or to more than the local rate 
from Cleveland to Chicago. Under the aggregate of intermediates rule 
the Cleveland rate would be reduced to $1.30 to the terminals, 30 cents 
higher than from Chicago, but to intermediate points it would remain 
$1.40, 


It is important to note also the effect the proposed reductions 
would have on the dealers and consumers on the Pacific coast and 
in the intermountain States. At the present time they are on an 
equality in purchasing in the Central West. If the reductions sought 
in the terminal rates are granted, this equality will no longer exist. 
The Pacific coast dealers will retain their present ability to purchase 
more cheaply in the eastern markets and in addition will have the 
advantage of being able to purchase in the markets of the Central 
West upon more favorable terms. The differences in freight costs 
per minimum carload would range from $90 on some commodities to 
$192 on others, not inconsiderable amounts. As explained in the 
former report, it is not always possible to purchase a desired com- 
modity on favorable terms at every point, nor is it always possible 
to find a supply available at every point. Dealers in the inter- 
mountain country and on the Pacific coast purchase in the same 
markets and compete for sales in the same territory. With the 
eastern markets now closed to the intermountain dealers except on 
payment of higher freight rates, and _ the Central West available on 
equal terms with the Pacific coast dealers, to accord to the latter 
the markets of the Central West also on more favorable terms 
than can be obtained by the intermountain country, must necessarily 
be prejudicial in effect. 

Intermountain shippers direct particular attention to the fact 
that the granting of fourth section relief from Chicago territory will 
create departures from the provisions of the fourth section on traffic 
having origin in territory not covered by the application and on the 
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lines of carriers which have not concurred in the application. Iron 
and steel from Pittsburgh and paint from Cleveland, have been men- 
tioned. Numerous other illustrations of such departures are given in 
the record. The rate on ammunition, for example, from King’s 
Mills, Ohio, to intermediate territory and to the terminals, is $1.80. 
If the application is granted the terminal rate, by combination on 
Chicago, would be $1.505, whereas the intermediate rate would remain 
unchanged, resulting in a rate 29.5 cents higher to intermediate points 
than to the coast cities. An exhibit introduced by the Intermediate 
Rate Association shows departures from the fourth section from 
various points east of Chicago ranging from 1 cent to over 50 cents. 
The present application does not cover such departures. - 
Section 500 of the transportation act, 1920, declares the policy of 
Congress to be ‘“‘to promote, encourage, and develop water transporta- 
tion, service, and facilities in connection with the commerce of the 
United States, and to foster and preserve in full vigor both rail 
and water transportation.’”’ The field of operations of the water lines 
is restricted to a comparatively narrow area along the Atlantic 
seaboard and to a_much narrower area along the Pacific coast. 
Since but little traffic originates at the ports the water lines must 
reach out for it into the interior. The inherent disadvantages of 
shipping by water prohibit them from competing with the rail lines 
at points where the combined rail-and-water charges equal the all- 
rail charges, consequently the territory from which they may draw 
traffic is confined to an area from which the rail rates plus the water 
charges are substantially lower than the all-rail rates. Their des- 
tination territory is confined almost exclusively to the Pacific coast 
cities. Unlike the rail carriers they have no intermediate territory 
from which to draw or to which to deliver traffic. It is strongly 
urged, therefore, that to permit the western carriers to publish 
from Chicago and west thereof rates to the terminals which are less 
than reasonable and less than the rates contemporaneously maintained 
to points hundreds of miles nearer the originating territory for the 
avowed purpose of depriving the water lines of a substantial portion 
of such traffic as they are now able to obtain would be to disregard 
wholly the policy of Congress to promote, encourage, and develop 
water transportation. To be of material benefit to the rail carriers 
a substantial portion af this tonnage must be diverted to their lines. 
The declared policy of Congress is to foster and preserve in full 
vigor both rail and water transportation. The inquiry naturally 
arises whether a denial of the application would not run counter to 
this policy in so far as it applies to rail transportation. It is 
said that to deny the application is to prevent the rail carriers from 
competing for the Pacific coast traffic, leaving the water lines free 
from any competition of any kind or character. The inference is 
that the rail carriers are now precluded from handling any traffic 
originating on the Atlantic seaboard destined to the Pacific coast. 
On the contrary, they handle all the traffic which is aot of a nature 
susceptible to movement by water and such traffic as because of 
the necessity for expedited movement or because of the superior 
service offered by the rail lines, might otherwise move by water. 
The benefits which the rail carriers as a whole might realize 
from the granting of the application appear greatly disproportionate 
to the loss which the water lines would suffer. The record shows 
that the total tonnage, both eastbound and westbound, of all the 
water lines is but a very smal] fraction of that of the trans- 
continental carriers operating west of Chicago. It seems evident, 
therefore, that the diversion of any substantial tonnage from the 
water lines would have but an inappreciable effect on the net 
revenues of the rail carriers while, on the other hand, it might very 
seriously impair the ability of the water lines to maintain their 
present standard of service. The application should be denied. 


MEAT RATES RECOMMENDED 


Examiner P. F. Gault, in No. 15568, Duluth Chamber of 
Commerce vs. Chicago, St. Paul, Minneapolis & Omaha et al., 
said the Commission should condemn rates on fresh meats and 
packing house products, from Duluth to St. Paul, as unreasonable 
and unduly prejudicial to the extent that they exceed or may 
exceed 28 cents on fresh meats and 23 cents on packing house 
products, and unduly prejudicial to the extent they exceed rates 
on like traffic from St. Paul to Duluth. He said that that finding 
should be understood as including points now taking the same 
rates. He said there was no evidence in the record, of unjust 
discrimination within the meaning of section 2 of the act. 


The railroads pointed to an admission made by a represen- 
tative of a Duluth packing plant that that concern did no busi- 
ness in St. Paul, except some in less carload quantities, and 
that in the event that the rates to St, Paul was reduied, its ship- 
ments to the point would probably not be greatly stimulated. 
They emphasized the volume of this particular traffic moving 
toward Duluth as compared with that moving in the other direc- 
tion as werranting a difference in the rates, and as establishing 
that in any event the rates toward St. Paul should not be reduced 
to the level of the rates in the other direction. The examiner 
said such circumstances were not controlling. He said it was 
no answer to a prayer for a reasonable rate adjustment, that the 
volume of traffic affected was light, and that undue prejudice 
which caused injury to a smaller volume of traffic was just as 
unlawful as one which caused injury to a large volume. In sup- 


port of that he cited Natchez Chamber of Commerre vs. L. & A., 
58, I. C. C. 610. 





BEDDING NOT IN RATES 


A reversal of the Commission’s finding in 80 I. C. C. 747 has 
been recommended by Examiner P, F. Gault, upon further hear- 
ing in No. 13107, National Live Stock Exchange vs. A. T. & S. F. 
et al. He said the Commission should find that, contrary to the 
original finding, the western lines had not included in their 
transportation rates the cost of bedding live stock cars. In 
the original report the Commission found the tariff rule of the 
carriers governing the bedding of live stock cars was not unrea- 
sonable except as applied upon lines which had included the cost 
of bedding in their transportation rates. With certain exceptions, 
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the examiner said, the rule in question provided $1 for single. 
deck and $1.50 for double-deck cars. That case was reopened 
and reargued, and the original finding was affirmed in 87 1. Cc. ¢. 
157. 

In the original report the Commissicn stated that the duty 
resting upon the defendants to bed cars, carried with it the cor. 
re-lative right to make a reasonable charge therefor, but that the 
charge need not be included in the transportation rate, the carrier 
having the option to make a reasonable separate charge for 
bedding cars, or to include a reasonable amount therefor in the 
line-haul rate, With respect to the situation indicated to exist 
on the lines of the western carriers, as disclosed by the record 
at that time, the Commission said: 


The practices of defendants prior to Oct. 19, 1919, with regard to 
furnishing bedding were not uniform. East of the Mississippi River 
they generally require a shipper to furnish the bedding and place it 
in the cars without allowance to him for the expense entailed, or 
had the cars bedded at public stock yards at the expense of the 
shipper. Between the Mississippi and Missouri Rivers the carriers 
furnish bedding at a charge of 75 cents a car, and the shipper places 
the bedding in the cars at his own expense. West of and at the 
Missouri River, the carriers, with certain exceptions, furnished the 
bedding without separate charge, or made an allowance of 25 cents a 
car to the shipper where he furnished it. East of the Missouri River, 
transportation rates were not constructed with a view to including 
therein the cost of bedding cars. While this may also have been 
true of rates originally established west of the Missouri River, it 
appears from the record that by usage and custom they have long 
been regarded, except possibly as to a few carriers, as inclusive of 


this cost, and have been defended on that ground, among others, 
when attacked. 


As tending to show that the bedding costs were not included 
as an integral part of the transportation rates, defendants pointed 
out, said the examiner, that when provision for free bedding 
service was extended to points which had not been accorded the 
service, there was no corresponding change in the transportation 
rates, and that those rates did not bear indications of having 
been influenced by variations in bedding costs, or in the practice 
of furnishing bedding. The complainants laid much stress on 
the fact that the railroads, in their defense of line-haul rates 
and to show that the movement of live stock required facilities 
and service not required by other traffic, had pointed out that 
cars had to be bedded in order safely to carry live stock. The 
railroads in answer to that asserted that they were fully justified 
in referring to the burdens of this traffic, and insisted that they 
were not thereby foreclosed from maintaining that they were 
not compensated for the service out of the line-haul rate. 


OIL CASE DISMISSED 


Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 13561, Western Petroleum Refiners’ Association 
vs. C. B. & Q. et al., on a finding that rates on petroleum and its 
products, from Kansas, Oklahoma and northern Texas to New 
Mexico and Arizona are not unreasonable. He said the Com- 
mission should find no undue preference of California and Wyo- 
ming or undue predudice to complainant’s members on rates on 
petroleum and its products to New Mexico and Arizona had been 
shown. 

The complaining association alleged the rates from ihe 
refineries of its members in Kansas, Oklahoma and north Texas 
to destinations in New Mexico and Arizona were unreasonable 
and unduly prejudicial. They asked for reasonable and non- 
discriminatory rates for the future. 

At the hearing Mackley said the allegation of undue pre- 
ference was restricted to competing refineries in California and 
Wyoming, and to an improper grading of the origin and destina- 
tion points here in issue. The Associated Oil Company, General 
Petroleum Co., Standard Oil Co. (California) and the Union Oil 
Co. of California intervened in opposition to the complaint. The 
Corporation Commission of Oklahoma intervened in behalf of 
the complaint. 

The points of origin, Mackley said, were in the so-called 
mid-continent field and the Burkburnett and Ranger fields in 
Northern Texas. In his discussion he referred to the eniire 
territory of origin as the mid-continent field. 

Considering rates on refined oils first, the complainant 
called attention to what it called the numerous inconsistencies 
in the grading of origin and destination rates, such as rates to 
Albuquerque of 94.5-cents from Cushing and 113.5-cents from 
Tulsa, nearby. 

The complainant’s evidence, the examiner said, purporting 
to show unreasonableness, consisted of comparisons of these 
rates with rates for similar mileages in other territories, parti- 
cularly from western and southern points to destinations east of 
the Mississippi River. Thus, the complainant compared rates 
from Eldorado, Kans., to New Mexico destinations ranging from 
81 cents to $1.10 for 537 to 954 miles, with rates from Casper, 


Wyo., to Iowa and Nebraska, ranging from 36 to 45 cents for 482 
to 958 miles. 


As a proposed correction of the alleged maladjustment, com- 
plainant suggested division of the original territory into three 
groups—group 1 embracing central Texas, group 2 central 
Oklahoma, and group 3 north Texas, including both the Burk- 
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purnett and Ranger districts, and the destination territory into 
six groups. Group 1 of destination territory would embrace the 
northeastern part of New Mexico; group 2, the southeastern 
quarter; group 3, the western half; group 4, the southeast 
quarter of Arizona; group 5 the northeastern quarter, and 
group 6 the western half. It would then select from the origin 
groups, 15 points in group 1, 18 in 2 and 15 in 3; and from the 
destination groups, 60 points in 1, 16 each in Nos, 2, 3 and 4, 5 
in groups 5. and 18 in 6, and compute average mileage from each 
of the three origin groups to each of the six destination groups. 
For the average mileages thus obtained it proposed rates from 
and to the respective groups on a mileage basis, to be arrived 
at in this way: For class I carriers of the southwestern region 
for the first eleven months of 1922, the average haul as shown 
by the Commission’s report was 195.4 miles, and the average 
earnings per loaded car mile were 29.96 cents. These were 
increased 50 per cent to 44.994 cents. For 500 miles the earnings 
of an average carload of 59,000 pounds would be $224.95, the 
equivalent of 38 cents per 100 pounds. The latter rate, for 500 
miles, was increased at the rate of 2.5 cents for each additional 
100 miles, the rate of progression of the mileage scales of the 
Santa Fe and the St. L-S. F. between Oklahoma and Kansas, 
to 57 cents for over 1,200 miles. 

Rates made on the foregoing basis, the complainant con- 
tended, would not only represent a reasonable basis, but would 
eliminate many alleged inconsistencies in the grading of the 
present rates, and simplify interpretation of the present tariffs. 
In the latter connection the complainant referred to alleged 
confusion in the determination of rates, especially in the 
Countiss tariffs applicable west of Albuquerque, Deming, and 
El Paso, due to the application of rates to next more distant 
stations, or of lower combinations in supersedance of the 
specifically published rates. The complainant said that thorough 
conversance with the Countiss tariffs and territories of applica- 
tion was necessary to the confident determination of correct 
rates. 

The railroads offered several criticisms of the proposed plan, 
the examiner said, one of which was that the complainant’s 
alleged direct routes were impracticable, such as the route 
through Pratt, Kans., where the Santa Fe and the Rock Island 
had no facilities for interchange. Other routes, they said, em- 
braced four or five carriers and required the use of the same 
tariff twice. Still others, they said, excluded important consum- 
ing points, which would, if included, have increased the 
weighted average mileages. 

The examiner discussed the proposal respecting fuel oil and 
distillate at considerable length, but said the record did not 
warrant any change in the rates applicable to those products of 
distillation. 

The rates on the refined oils were discussed in connection 
with the alleged discrimination in favor of California and Wyo- 
ming. He said the record not only did not warrant a finding of 
undue preference of California and Wyoming, but the lack of 
evidence on the subject was such to amount to a virtual aband- 
onment of that issue by the complainant. 


LAUNDRY RATING CASE 


Examiner T. John Butler has recommended the dismissal 
of No. 15450, Laundry Owners’ National Association vs. Amer- 
ican Railway Express Company et al. on a finding that the first 
class rating, in Official Express Classification, and the rates and 
charges resulting therefrom, on laundry in baskets or hampers, 
is not unreasonable, unjustly discriminatory or unduly pre- 
judicial. The complainant, said to represent 2,000 laundries 
throughout the United States, alleged the rating was unreason- 
able, unjustly discriminatory and unduly preferential of other 
commodities rated sccond class. The Commission was asked to 
prescribe second class. 


SEED ENVELOPE RATES 


Attorney-Examiner, in No. 15267, Gallaway Lithographing 
Company vs. Southern Pacific et al. has recommended a find- 
ing that the first class rate of $4,665 prior to July 1, 1922, and 
$4.20 thereafter, collected on less than carload shipments of 
seed envelopes from San Francisco, Calif. to Sabetha, Kans. 
is unreasonable to the extent it exceeded a commodity rate 
of $3.335 prior to July 1, 1922, and $3.00 thereafter, contempor- 
aneously applicable in the reverse direction and subsequently 
established from San Francisco to Sabetha. He said the Com- 
mission should award reparation. 


CANNED GOODS RATE CASE 

A finding of unreasonableness, an award of reparation and 
an order establishing a rate for the future have been recom- 
mended by Examiner J. P. McGrath in No. 15130, Schloss & 
Kahn Grocery Company et al. vs. Louisville & Nashville, as to 
a rate of 38 cents on canned goods, from Mobile to Montgomery, 
applied on traffic brought to Mobile by water, particularly from 
the Pacific coast. The complaint alleged the rate, since July 1, 
1923, had been unreasonable. The examiner said that under 
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du Pont de Nemours & Co. vs. Director-General, 74 I. C. C., 191, 
the rate was subject to the jurisdiction of the Commission. The 
rate of 38 cents was established July 1, 1923, to replace one of 
28.5 cents which went into effect July 1, 1922. The examiner 
said the Commission should find the 38 cent rate unreasonable 
to the extent it exceeded 35 cents, award reparation to that 
basis and order the 35 cent rate established for the future. He 
said the finding should be without prejudice to any different 
conclusion in proceedings involving the readjustment of rates 
on canned goods between points in southern territory. 


COTTON FACTORY SWEEPINGS 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner John B. Keeler, in No. 15336, 
California Cotton Mills Company vs. Southern Railway et al. as 
to rates and charges thereunder on a shipment of cotton factory 
Sweepings, from Uniontown, Ala. to Pacsteel, Calif. in 1921. 
He said the Commission should find the charges were un- 
reasonable to the extent they exceeded those that would have 
accrued on the basis of the weight of 23,256 pounds. He said 
the Commission should find that charges on three carloads 
of cotton twine, between October 25, 1921 and January 26, 1922, 
were not unreasonable. 


MURIATE OF POTASH RATES 


A finding of unreasonableness and an award of repara- 
tion have been recommended by Examiner T. John Butler in 
No. 15415, Armour Fertilizer Works vs. Western Pacific et al., 
as to rates and charges thereunder on muriate of potash, from 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
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Salduro, Utah, to Chicago Heights, lll. The shipments were 
made between July 1, 1920, and February 1, 1921. The ex- 
aminer said the Commission should find the rates charged on 
35 cars were unreasonable to the extent they exceeded the rates 
contemporaneously applicable on similar shipments to St. Louis, 
and awarded reparation on that basis. 


RATES ON COAL . 

Attorney-Examiner Arthur R. Mackley, in No. 15024, Neb- 
raska Cement Co. vs. A. T. & S. F. Ry. Co., et al, said the Com- 
mission should find rates on coal, from Bevier, Mo. and Hen- 
rietta, Okla. to Superior, Nebr. unreasonable and the rates on 
coal from Pittsburg, Kans. to Superior not unreasonable. He 
said the Commission should find the rates from Bevier to 
Superior unreasonable to the extent they exceed $2.35 and 
the rate from Henrietta to Superior unreasonable to the extent 
it exceeds $3.50. 


SHEEP AND LAMB RATES 

Examiner T. John Butler, in No. 15180, Swift & Co. et al. 
vs. Grand Trunk Ry. Co. of Canada et al., recommended a 
finding of unreasonableness and an award of reparation as 
to rates on sheep and lambs, in double-deck cars and minimum 
double-deck carload weights on shipments from Montreal 
to New York, and to Somerville, Mass. He said the Commis- 
sion should find the rates unreasonable to the extent they 
exceeded 50 cents, minimum 18,000, for cars not over 36 feet, 
7 inches in length, from Montreal to New York; 51 cents, 
same minimum, from Montreal to Somerville; that the car- 
load minimum weight.of 22,000 pounds established and main- 
tained on double-deck shipments under the joint rates assailed 
herein had been, were, and for the future would be unreasonable 
to the extent that their weight exceeded 18,000 pounds in 36 
feet, 7 inch cars; 19,000 pounds for cars over the minimum 
length, but not over 40 feet and 20,000 pounds for cars more 
than 40 feet in length. He recommended reparation to that 


basis and the establishment of the rates and minima herein- 
before mentioned. 


TRACK CONSTRUCTION DENIED 


Attorney-Examiner Arthur R. Mackley, in No. 14989, 
Nebraska Cement Co. vs. A. T. & S. F. et al., said the Com- 
mission should find that the record did not warrant an order re- 
quiring the construction and operation of an interchange track, 
between the intersecting lines of the Santa Fe and the Rock 
Island, at Courtland, Kans., as prayed by the complainant. He 
said the complaint should be dismissed. 

The complainant corporation, operating a cement plant at 
Superior, Nebr., on the Burlington, asked for an order requiring 
the construction and operation of such a track. The Santa Fe 
also serves Superior and absorbs switching charges of the 
Burlington under joint rates. The Santa Fe extends south from 
Superior, the northern terminus of its branch from Strong City, 
Kans. and just north the Kansas State Line to Courtland, Kans., 
20 miles, where it crosses the main line of the Rock Island, 
the latter extending westward across northern Kansas from the 
Missouri River. 

There is no facility for the interchange of traffic between 
the Santa Fe and the Rock Island at Courtland, says Mackley’s 
report. The result is that, in order to reach destinations on 
the Rock Island, shipments from Superior must move east and 
south over the Burlington to the Rock Island at Norton, Kans., 
105 miles from Superior, and 113 miles from Courtland; or 
east over the Burlington to Endicott, Nebr., 76 miles, and north 
over the St. Joseph & Grand Island to the Rock Island at Fair- 
bury, Nebr., 5 miles; or southeast over the Santa Fe to Con- 
cordia, Kan., 43 miles, and east over the Union Pacific to the 
Rock Island at Clifton, Kans., 22 miles. The distances over 
these routes are greater to many Rock Island destinations that 
through Courtland. 

The rates from Superior to Rock Island points are based on 
mileage and were prescribed by the Commission. The com- 
plainant, the report said, sought an order for the construction of 
an interchange track between the Santa Fe and the Rock Island 
at Courtland, so as to reduce the mileage, and therefore the 
rate from Superior to Rock Island points, but more particularly 
to expedite delivery, complainant saying that it had lost busi- 
ness to rival plants which could make more expeditious delivery 
than it could. 

The examiner said the railroads did not contend that the 
connection sought was not reasonably practicable, or that it 
could not be put in with safety. Their objection, Mackley said, 
was that the volume of traffic through Courtland was not suffi- 
cient to justify the order prayed. They estimated the cost of 
construction of the desired interchange track, of a required 
length of 980 feet, at $5,518, the maintenance cost at $300 per 
year, and the interest on the original cost at $350 per year, a 
total expense which they urged was not warranted by the pro- 
bable volume of tonnage through Courtland, to destinations with 
shorter mileages through Courtland than through other junc- 
tions. Mackley said that that contention seemed to be warranted 
by the figures relating to the number of shipments. 
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LINE HAUL ABSORPTION 


The Trafic World Washington Burcan 


The Commission has enlarged the scope of formal docket 
No. 15462, line-haul absorptions by the Pittsburgh & Lake Erie, 
so as to make it an investigation into and concerning the law- 
fulness of the practices of all the railroads at Pittsburgh in 
the matter of line-haul absorption. The Pittsburgh & Lake 
Erie asked to have the case enlarged so as to make it an in- 
vestigation into the reasonableness of switching charges at 
Pittsburgh, including the extent to which reciprocal switching 
should be performed and to the extent to which charges should 
be absorbed. That petition, however, was denied in connection 
with the order directing a general inquiry into carrier practices 
at Pittsburgh. 


The question of how far a railroad could go in absorbing 
the charges of another, in the Pittsburgh district, has been 
a live question for many years, on account of the proximity 
of different municipalities to each other, and the necessity 
among other things for hauling iron and steel from one plant 
to another, plants of the same company or affiliated companies 
being in different municipalities. The scope of the inquiry, 
formal docket No. 15462, it is believed, is indicated by the order 
of the Commission broadening the scope of the inquiry so as to 
take in all the railroads, other than the industrial railroads, 
serving the Pittsburgh industrial district, naming the tariffs 
involved and allowing shippers to intervene. The order is as 
follows: 


Upon consideration of the record in the above entitled proceed- 
ing, and of petition filed by the Pittsburgh & Lake Erie Railroad 
Company, one of the respondents therein, asking that said proceed- 
ing be broadened in certain respects, and of petitions filed by the 
Pittsburgh Wholesale Lumber Dealers’ Association, The Grain & 
Hay Exchange of Pittsburgh, The Pittsburgh Branch of the National 
League of Commission Merchants, McDowell & Co., Fort Pitt Bed- 
ding Company, United Engineering & Foundry Company, Waverly 
Oil Works Company, D. O. Cunningham Glass Company, Union Switch 
& Signal Company, et al., The Chamber of Commerce of Pittsburgh, 
and Charles Donley on behalf of various named shippers located in 
and around Pittsburgh, Pa., asking permission to intervene in said 
proceeding as and if broadened; 


It is ordered, That said proceeding be, and it is hereby, broadened 
to include an investigation into and concerning the lawfulness of 
the practices of the Pennsylvania Railroad Company, Pittsburgh & 
Lake Erie Railroad Company, Baltimore & Ohio Railroad Company, 
Bessemer & Lake Erie Railroad Company, Pittsburgh & West Vir- 
ginia Railway Company and West Side Belt Railroad Company in 
the absorption of the charges of connecting carriers lawfully on 
file with this Commission and applying between points in and around 
Pittsburgh, Pa., for hauls of a similar character to that of the haul 
of the Pennsylvania Railroad Company between Pittsburgh, Pa., 
stations and Pittsburgh or Homestead (Homestead Transfer), Pa., 
including the lawfulness of the provisions, or any of them, contained 
in the following tariffs, viz.: Pennsylvania Railroad Company G. O.- 
I. Cc. C. No. 13946, Pittsburgh & Lake Erie Railroad Company I. C. C. 
No. 2509, Baltimore & Ohio Railroad Company I. C. C. No. 18697, 
Pittsburgh & Lake Erie Railroad Company I. C. C. No. 2528, Besse- 
mer & Lake Erie Railroad Company I. C. C. No. 739, Pittsburgh & 
West. Virginia Railway Company I. C. C. No. 226 West Side Belt 
Railroad Company I. C, C. No. 226, and Pittsburgh & Lake Erie 
Railroad Company I. C. C. No. 2530, in so far as said tariffs pro- 
vide for the absorption of the charges named in tariffs of the Pitts- 
burgh & Lake Erie Railroad Company I. C. C. No. 2608, I. C. C. No. 
2541, I. C. C. No. 2538, and I. C. C. No. 2646, Pennsylvania Railroad 
Company G. O.-I. C. C. No. 12943, Baltimore & Ohio Railroad Com- 
pany I. C. C. No. 18782, Pittsburgh & West Virginia Railway Com- 
pany I. C. C. No. 195, and West Side Belt Railroad Company I. C. C. 
No. 195 for interstate application (1) between Homestead, Pa., and 
Glassport, McKeesport, Bessemer, Braddock, Rankin, McKee’s Rocks 
and Pittsburgh, Pa., (2) between Homestead Transfer, Pa., and in- 
dustries on the Pennsylvania Railroad at Pittsburgh, (3) between 
Demmler Transfer, Pa., and Wylie, Glassport, Versailles, McKees- 
port, Bessemer, Braddock, Rankin, Glenwood, Hazelwood, Home- 
stead, McKee’s Rocks, Neville Island, Pittsburgh, Junction Transfer 
(Pittsburgh), Pittsburgh North Side (Allegheny), Millvale and Etna, 
Pa., (4) between Bessemer, Pa., and Wylie, Glassport, McKeesport, 
Braddock, Rankin, Homestead, Pittsburgh, McKee’s Rocks and Neville 
Island, Pa., and (5) between Pittsburgh West End (Pittsburgh) and 
Glassport, McKeesport, Bessemer, Braddock, Rankin, Homestead, Mc- 
Kee’s Rocks, Neville Island, West Liberty, Castle Shannon, Long- 
view, Bruceton, and Clairton, Pa., with a view to entering such 
order or orders in the premises as the facts developed by such in- 
vestigation may warrant. 


It is further ordered, That the Baltimore & Ohio Railroad Com- 
pany, Bessemer & Lake Erie Railroad Company, Pittsburgh & West 
Virginia Railway Company and West Side Belt Railroad Company 
be, and they are hereby made respondents to this proceeding. 

It is further ordered, That that portion of said petition of the 
Pittsburgh & Lake Erie Railroad Company which prays for an in- 
vestigation into the reasonableness of switching charges in the 
Pittsburgh district, including the extent to which reciprocal switching 
should be performed and the extent to which the switching charges 


< = carrier should be absorbed by others, be, and it is hereby, 
enied. 


It is further ordered, That the said Pittsburgh Wholesale Lum- 
ber Dealers’ Association, The Grain and Hay Exchange of Pittsburgh, 
The Pittsburgh Branch of the National League of Commission Mer- 
chants, McDowell & Co., Fort Pitt Bedding Company, United En- 
gineering & Foundry Company, Waverly Oil Works Company, D. O. 
Cunningham Glass Company, Union Switch & Signal Company et al., 
The Chamber of Commerce of Pittsburgh, and Charles Donley on 
behalf of various shippers located in and around Pittsburgh, Pa., 
be, and they are hereby, permitted to intervene and be treated as 
parties hereto with the right to have notice of and appear at the 
taking of testimony, produce and cross examine witnesses, and 
be heard upon brief and at oral argument, if oral argument is had; 
provided, however, that the permission to intervene herein granted 
shall not be construed to allow interveners to introduce evidence 
which will unduly broaden the issues embraced in the proceeding. 
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NEW YORK 


Safety at the Crossing 


| ety cage of life at railroad crossings is a work that the 
New York Central Lines, through its Safety Bureau, has been 
aggressively engaged in since the coming of the automobile. 


The automobile, one of the most useful inventions since the steam 
engine, has introduced a new hazard in our streets and highways. 
While the records show that only a small proportion of automcbile 
accidents occur at railroad crossings, and that this proportion is 
diminishing, the unnecessary and preventable loss of life at crossings 
is a cause of deep concern to railroad managements. 


Travel on the railroads has been made safe to a remarkable degree, 
because of the improvement in equipment and roadbeds, and the 
training of personnel. Travel on the streets and highways can 
likewise be made safe if every automobile owner will make it his 
first duty to see that his car is driven with the caution that the 
public safety demands. 


When it is realized that 70% of crossing accidents occur in daylight, 
that 63% are in the open country where approaching trains can 
easily be seen, and that the majority are at crossings with which 
drivers are very familiar—it is plain that the number of crossing 
accidents can be greatly reduced if automobile drivers will not 
attempt to cross the tracks until they are sure that it is 
absolutely safe to cross. 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY~ MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH &LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 







































































































bi OPERATORS MUST SIGN 
The Trafic World Washington Bureau 


T. V. O’Connor, chairman of the Shipping Board, issued the 
following statement: 

“The committee representing the United States Ship Opera- 
tors’ Association, July 17, met with the Shipping Board to make 
certain representations with reference to the new form of operat- 
ing agreement Which has recently been adopted for the opena- 
tion of Shipping Board vessels. The Board after full discus- 
sion of the matter adopted the following resolution: 


Whereas, The president of the Fleet Corporation has advised the 
shipping board that the new form of contract recently recommended 
by the Fleet Corporation to be applied in ship consolidation in the 
different trade routes has been presented to the operators concerned 
for consummation, and : 

Whereas, The president of the Fleet Corporation further advises 
that the operators are reluctant to execute the said agreement as sub- 
mitted, and 

Whereas, The president of the Fleet Corporation now _ recom- 
mends to the shipping board that the operators chosen for the con- 
solidated routes be required to sign such agreements forthwith; and 
that after a reasonable time any operator who feels that sufficient 
reason exists for readjustments of certain provisions’ in the con- 
tract may submit such request to the Fleet Corporation for con- 
sideration and recommendations to the Board based thereon. . 

Therefore, be it resolved, That the recommendation of the presi- 
dent of the Fleet Corporation as herein outlined is approved and 
made the action of the board; and in event any agent chosen for a 
consolidated route does not sign within 10 days, the Emergency Fleet 
Corporation is directed to appoint another managing agent agreeable 
to the board to whom said contract is agreeable. 

Provided further, That after the consummation of the said agree- 
ment the president of the Emergency Fleet Corporation may in his 
discretion delay action against the operator for a period of 30 days due 
to technical violations of paragraph 18 of said agreement which 
might appear to exist, pending adjustment and ruling thereon.”’ 


Paragraph 18, of the managing operators’ agreement, re- 
ferred to in the Board’s resolution, prohibits the operation by the 


Managing Agents of subsidiary companies for furnishing sup- 
plies or stevedoring. 





New York.—Operators of shipping board lines, on their re- 
turn to New York from Washington, indicated that they would 
sign the contracts offered for the consolidated services within 
the ten day period set by the board, and would rely on the 
promise that the question of modification would be reopened 
later if the present rates were found to be too low. 

The operators were obviously disappointed at the refusal 
of the board to agree to their suggestions, but felt that results 
later would justify their objections. 

While the returning officials did not wish to be quoted in- 
dividually, it was learned that they doubted if the new con- 
tract would bring about substantial savings to the government. 
Despite the denunciation of the “MO4” agreement by former 
Chairman Lasker and others, local companies hold that it was 
equitable and was in line with the ordinary commercial rela- 
tions existing between owners and agents. 

The new plan, they said, means the expenditure of practic- 
ally the same amount of money, but is couched in different 
terms. Elimination of fixed amounts for subsistence, deck and 
engine room stores and husbanding fees was said to be a step 
backward. 

On this point one operator said that under amounts fixed 
by the Board as fair, the more efficient companies were able to 
save money while the others lost. The net saving to the Board 
was placed at several million dollars. This was regarded as 
an inducement to the operators to keep their expenses down 
to the bone, while at the same time it increased their respons- 
ibilities. Decision of the Board to abolish this system was 
laid to its desire to obtain the profits made by the better organ- 
izations, together with the dissatisfaction of other concerns due 
to their inability to meet expenses under the plan. 

The action of the board in refusing to allow operators to 
continue subsidiary companies for supplies and stevedoring, or to 
retail the profits from these concerns, was another disappoint- 
ment. Local officials said that this was due to a misunderstand- 
ing of the situation. 


As explained by them it is a common practice for ship agents 
to control their own stevedoring, and this is advertised as a 
desirable facility in soliciting new business. Under their own 
direction, the managing agents are able to secure more satis- 
factory stowage, can handle claims promptly, settle insurance 
questions directly, and are responsible for all activities enter- 
ing into the handling of vessels. Profiteering at the expense 
of the Government is prevented by the fact that the Board itself 
fixes the stevedore rates, which are the same as those paid to 
private concerns. 


Another argument raised here was that some of the sub- 
sidiary companies handle work not only for the Board but for 
other lines also. The operators contend that it is unfair for the 
Board to seek all the profits from such enterprises, especially 
as the government assumes no responsibility for the losses which 
frequently occur. 

At a meeting of the executive committee of the United 
States Ship Operators’ Association held Monday at the offices 
of Charles H. Potter, président, the conclusion was reached 
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that the managing agents should accept the terms offered by 
the Shipping Board in the new agency agreement, relying on 
the promise that if the present commissions are found to be 
inadequate the matter will be re-opened. 

The meeting was called to consider the reply to be made 
by the operators to the offer of the Board, following the con- 
ference in Washington last week. Mr. Potter refused to make 
any comment upon the developments, but it was learned that 
the members present felt the best course was to cooperate 
with the board. The general opinion was that the board, 
while facing the need for strict economy, had no desire to 
be unfair to its managing agents and would gladly correct 
its action if the operators were able to show from experience 
that the new contract should be revised. 

As a result of this decision, it is expected that all of the 
operators will sign their contracts within the ten-day limit set 
by the ‘board. which expires this week. The plan, then, is 
for the companies to keep a close check on their receipts from 
the 7% and 3% per cent on outward and inward freight, re- 
spectively, as against their expenses. At the end of a three 
or four month period they will present their figures to the 
board. 

The new agreement abolishes the special fees for hus- 
banding ships, subsistence, deck and engine room stores, and 
the companies are required also to pay for other items, such 
as cable, telegraph and telephone messages, which have been 
paid formerly by the board. 

As a consequence of the unofficial statement from Wash- 
ington that the board is inclined to go into the matter of 
subsidiary companies for stevedore and supply work again, the 
operators feel encouraged to believe that they will be able to 
make the commissioners see that their profits from these con- 
cerns are not a loss to the government. 


OCEAN RATES STEADY, TRADE BETTER 


The Trafic World New York Bureau 


Failure of ocean charter rates to drop below recent levels, 
together with a slight revival in business last week, gave con- 
siderable encouragement to shipowners, who were inclined to 
feel that the midsummer slump has passed the bottom. The 
grain and coal trades appeared stronger and, as a result, rates 
showed some rallying tendency despite the marked surplus of 
available vessels. Nothing definite was in sight, however, to 
indicate that a pronounced upward movement was near at hand. 

Among the grain fixtures was a vessel from Montreal to 
the Continent at 11 cents a 100 pounds for July loading, a 
steamer from the Gulf to the Continent at 1414 cents for August 
loading; a steamer from the Columbia River to the United 
Kingdom at 32 shillings, six pence a ton for August loading; 
a steamer from Montreal to the United Kingdom at three shill- 
ings, 1% pence a quarter of 480 pounds; a steamer from San 
Lorenzo to Canada with maize at 26 shillings a ton, and others 
at approximately the same rates. The general depression was 
largely unrelieved. 


The coal trade was dull with the exception of shipments to 
the East Coast of South America and some business to the West 
Indies. Several additional vessels were fixed from Hampton 
Roads to Rio at around $3.15 a ton, the prevailing rate, for 
August loading. A vessel was fixed for September at $3.25 a 
ton. A vessel was fixed from Hampton Roads to Porte Ferrario 


at $2.60 a ton. A ship was fixed from Hampton Roads to 
Barnados at $2 a ton. 


Funch, Edye & Co. reported that, while coal cargoes were 
offered from Hampton Roads to Montreal at $1.05 a ton, ship- 
owners were reluctant to accept the business because of lack of 
outward cargoes at Montreal. 


The sugar and lumber markets remained stationary at 
about the previous levels. Time charter business consisted 
chiefly of renewals to the West Indies at prevailing rates. 

In order to avoid competition between Shipping Board ves- 
sels and the Dollar Line, the board has issued orders that the 
“President” liners operated by the Pacific Mail Company from 
San Francisco shall sail on alternate Saturdays to the Far East. 
This is the first time in history that a Pacific Coast port has 
had an American liner departing every week for the Orient. 

With the addition of the British refrigerator steamer Rex- 
more to the Pacific Coast-European service in September, the 
Furness Line will go on a twice-a-month schedule, compared with 
the present sailings every three weeks. 

Companies operating from the Pacific Coast to the Gulf of 
Mexico have reduced their rates on canned goods, dried fruit and 
beans to the level of the North Atlantic rates, which are, re- 
speetively, 40 cents, 50 cents and 40 cents. Gulf shipping inter- 
ests protested against the differential in favor of the North 
Atlantic. 

The large intercoastal lines have been unable to sustain the 
rate on lumber parcels at $14, and have been forced to meet 
quotations of $13 for July aid August loading. Two full cargoes 
are reported to have been closed in this trate at $13 to $13.50 a 
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Joint Service With 


Hamburg-American Line 


NEW YORK TO HAMBURG 


a BALLIN ....July 26 {CLEVELAND ........ Aug. 16 
TNIJASSA ...ccccrceeee Aug. 2 *RELIANCE .......... Aug. 19 
*RESOLUTE .......... Aug. & tMOUNT CLAY ...... Aug. 23 
*DEUTSCHLAND ..... Aug. 9 *ALBERT BALLIN ...Aug. 30 


¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 





BOSTON TO BREMEN AND HAMBURG 


COOPER HEHEHE HEHEHE HEHEHE EEE EEE EEE TEE ES EEE EEE EEE EEE EE ESS 


PHILADELPHIA TO BREMEN AND HAMBURG 


EMDEN (via Baltimore & Hampton Roads).......... siewees July 29 
AMASSIA (via Baltimore & Hampton Roads)............. Aug. 14 
LIGURIA (via Baltimore & Hampton Roads)............ 








BALTIMORE TO BREMEN AND HAMBURG 


EMDEN (via Hampton Roads)..........cssceccescscececes Aug. 4 
AMASSIA (via Hampton Roads).............ccceeceseees Aug. 20 
LIGURIA (via Hampton Roads)...........ccccccceceeess 














NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


SOSH SSE HEHEHE EEHE HSH EHH EEE HEHE HEHE HEE EE EEEES 


COSHH THESE HEHEHE HEHEHE HEHEHE HEE EE EEE HEHE 


| eer re eee reer ee Sept. 10 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 
















President Grant—One of the five s ister ships— showing cargo handling facilities 
especially designed for rapi d hand ing from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 










PRESIDENT MADISON ..............++--+- Aug. 2 Portland, Seattle, Tacoma 
PRESIDENT McKINLEY................... ug. 24 on wi 
PRESIDENT JACKSON ............-------- Sept. 5 emia wets teeamb 
PRESIDENT JEFFERSON.................. Sept. 17 MOUNT CLINTON ....... July 26 re 
‘ ° a MOUNT CARROLL ....... Aug. 5 Aug. > Aug. 13 
Direct Freighter Service i ae a 
























Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin Pier No. 5, New York Docks, Brooklyn, N. Y. 


Th h bills of lading issued to Hawaiian Islands, transshipment 

uaa smviseennemtibaahaaaidees: — rf at ‘Las ‘angeles Harber without ‘transfer chorge, also to all ports 

eee eereeeeen eee eer eee eee eee ereeaeeeeere . of California, Oregon, Washington, British Columbia, Alaska and 
DEE vas teccecescesteeereeeterecurebes Sept. 11 the Far East. 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


-————FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 
















General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 


BRANCH OFFICES: 





- pene enero me Rig a. Ne inenispe setbedebeweenebesh eee 

os Angeles—4 acific ectric nm fF p PEBTBBURGEL...ccccesscesccecccseecces 

Portland—101 Third St., Cor. Stark. 0 6.6.00 oc kc de sccccccesececcsesceseoes 201 Mitchell Bldg. 
Seattle—409 L. C. Smith Building. SAN TRANCISCO beeeswendoueeeuseeeese seb wocka 230 California St. 


L. L. BATES, General Freight Agent, Seattle, Wash. 















COOH S SEES HEHEHE SESH ESET E EE HE EEE EH EEE 


Sere eer eeseeseseeseesesesessese 


ST 
NEW ORLEANS. 2.00 ccccccccccccsccccccccsces Richard Meyer Co. 
NORPOLE....ccccccccccccccccccccs Dichmann, Wright & Pagh, Ine. 
PHILADELPHIA.......... Séetoues Dichmann, Wright & Pugh, Inc. 
leaiess ee serswcenesceoese Columbia Pacific Shipping Co. 
TTLE Sudden & Christense 
hristensen 






MANAGING AGENTS 
U.S.SHIPPING BOARD 


TRANS - PACIFIC SERVICE 






SAVANNAH.......0eccevecceees co crccccccoece M. J. Hogan & Co. 
TACOMA. eeeeeeseeesenee eesteeseesesee ses « adie & Christensen 


OT PA EET ALLL POE EY 
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1,000 feet, with a foreign bottom taking $12.50 for British 
Columbia loading. 

Due to the rebellion in Brazil at Sao Paulo, which is only a 
short distance frmo the port of Santos, the Munson Line an- 
nounces that the steamer Southern Cross will omit its usual 
call at Santos on this trip. Local steamship officials report that 
the port is practically closed to business, as railway oytlets 
through Sao Paulo are closed and warehouse congestion has 
beeome worse. 

The Ellerman’s Wilson Line service from the Pacific Coast 
to Europe, which has had infrequent sailings for the last two 
or three years, is to be put on a monthly basis in September, 
according to an announcement from Norton, Lilly & Co., agents. 
The name is to be changed to the Ellerman Bucknall Line. 

The United States Intercoastal Conference, with head- 
quarters at New York, has received a request from the Central 
California Traffic Association, the Pacific Traffic Association, 
and the Wholesalers’ Traffic Association, backed by the San 
Francisco Chamber of Commerce, to establish a westbound 
advisory committee at San Francisco, before which all rate 
changes would have to be docketed before the New York 
body could act. This is a partial revival of the old fight for 
the making of both eastbound and westbound rates at San 
Francisco. The shippers charge that the present arrange- 
ment is unsatisfactory in that they have no previous knowledge 
of contemplated changes. 

That the general cargo business is now definitely on the 
increase is the consensus of opinion at Los Angeles of officials 
of Struthers & Barry, the Luckenbach Lines, Norton, Lilly & 
Co., the American “Hawaiian Steamship Co., the Transmarine 
Lines, the Dollar Line and Swayne & Hoyt. The most satis- 
factory part of the present freight movement is the increase 
in Oriental traffic in both directions. 

R. Stanley Dollar, president of the Admiral Oriental Line 
and vice-president of the Pacific Steamship Co. and the Dollar 
Steamship Co., while in Seattle last week for an inspection of 
the new Pacific Steamship terminal, said there was a marked 
improvement in both freight and passenger traffic of his com- 
panies. Admiral Oriental vessels, he said, had been showing 
an increase on each voyage out of Seattle, and the round-the- 
world service of the Dollar Line shows equally good results. 

Harvey C. Miller, president of the Southern Steamship 
Co., recently returned from Fort Worth, Texas, announced that 
the Southern Line would maintain the same rates on cotton 
shipments from Houston to Eastern shipping points as in 
effect from Galveston to New York. This is a reduction, as 
rates from points of origin are less than to Galveston. Storage 
in transit at Philadelphia will be arranged, with moving at 
through rates within a year. 

Freight shipments to and from Santos have practically 
ceased as the result of the rebellion at Sao Paulo, according 
to information from traffic officials of the South American 
lines. 

Under bills of lading in that trade the steamship lines have 
the right to discharge at Rio de Janiero if conditions do not 
permit unloading at Santos, and most of the companies have 
notified their customers that they must be prepared for this 
diversion. Following the notice, approximately 90 per cent of 
the shipments scheduled for Santos have been cancelled re- 
cently. 

According to reports reaching New York there are now twelve 
freighters lying at Santos awaiting discharge. The railway 
workers have extended their holiday for another two weeks 
and prospects for relieving the congestion seen are slight. Most 
of the lines except the Lloyd Braziliere, which makes Santos its 
terminal and is required by the Government to continue its 
service, are preparing to omit calls at that port until the situ- 
ation has cleared. 

R. C. Thackara, vicepresident of the Luckenbach Line, 
said this week that intercoastal traffic showed some improve- 
ment. Westbound business has been inereasing since the July 4 
holiday, and the eastbound crop movement, which usually starts 
in September, is getting under way several weeks earlier this 
year. Sentiment has improved considerably and more inquiries 
and orders are in evidence now than for some time past, he 
added. 

Commenting on the request of the §an Francisco traffic 
interests for establishment of a commiftee there to pass on 
proposed changes in westbound rates, Mr. Thackara said that 
it is his understanding that the committee would act merely 
in an advisory capacity and would not seek to dictate changes. 
One of the difficulties of this.qgrrangement, he said, would be 
the delay of at least two weeks in reaching a decision. 





BALTIMORE ALSO INTERVENES 

The Baltimore Association of Commerce has filed an appli- 
eation for intervention in Shipping Board docket No. 23, the Port 
Utilities Commission of Charleston, S. C. et al. vs. the Carolina 
Company ét al. It intervenes im opposition to the complaint. 
The ee for intérvention are shown in the following para- 
eraiphs: 

That the ocean frefght named in the complaint, in paragraphs 6, 
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7, 8, 9, 10 and 11, are adjusted with relation to the factors governing 
trans-shipment through the North Atlantic ports and with reference 
to the ocean factor of a through transportation, from points in the 
United States, to points in the foreign countries named in tha 
complaint, or vice versa. 

hat the adjustment of rates named in the complaint, in the 
paragraphs above mentioned, has not caused undue enlargement of 
shipping from the Port of Baltimore to the foreign destinations 
shown, nor has the application of these rates unduly deprived the 
ports of Charleston and Jacksonville, or in fact, any other port, 
from a just share of the business moving thereunder. 

That the port of Baltimore now enjoys export rail rates from 
points in the Central West which are less by certain differentials 
than the export rates contemporaneously maintained to the other 
North Atlantic or South Atlantic ports, which differential adjustment 
has been upheld by the Interstate Commerce Commission in various 
proceedings before it and in addition thereto, the proposed report of 
the Examiner in I, C. C. docket 13548 also upholds this differentia] 
adjustment as related_to the Port of Boston and New England ter- 
ritory, although the Commission has not yet announced its formal 
decision in this case. 

That the distance by rail and ocean via the Port of Baltimore to 
the destinations in Europe named in the complaint are substantially 
less than via any of the South Atlantic Ports. 


That the abrogation of the differential of 74% cents oad 100 Ibs, 
would seriously injure the commerce of the port of Baltimore and 
result in material loss to the City and State, which has expended and 
is to expend vast sums of money in the construction of new shipping 
facilities at the port of Baltimore. 


PALMER’S EFFORT FUTILE 


The Trafic World Washington Bureay 


Efforts by President Palmer, of the Fleet Corporation, to 
bring about a merger of the three operators now rendering 
services with Shipping Board vessels from North Atlantic to 
Mediterranean ports came to an end for the time being, July 
17, when the operators, after a three-hour effort, failed to 
reach an agreement. An attempt to bring them together will 
be made in New York, the operators themselves having agreed, 


after their fruitless conference in Washington, to meet again in 
that city. 


A consolidation of the three companies was desired so that 
it might be appointed to control the consolidated trade route 
of the Board in the North Atlantic-Mediterranean trade. One 
of the operators, it was understood, was strongly opposed to the 
plan of merger and to have expressed the opinion that a com- 
bination never would be formed. The three operators, A. H. 


Pull & Company, Export Transportation Company and Mallory 


Steamship Company, are said to have been in exceedingly keen 
competition. 


FRENCH SHIP INSPECTION CRISIS 


The Trafic World Washington Bureau 


American interests, by means of representations to the 
Shipping Board, are undertaking to bring about a crisis in 
negotiations between the state department and the French 
government on the question of the inspection of American ships. 
The French government, broadly speaking, takes the position 
that American ships putting into French ports, must be in- 
spected ether by its own Bureau Veritas or the British Lloyd’s. 
The American government has called attention to the fact that 
the United States recognizes the inspection of the French 
bureau, but has approved an inspection organization of its own, 
namely, the American Bureau of Shipping. It has suggested 
that France should accord to American ships inspected by the 
American bureau the same treatment in French ports as is 


given French ships inspected by the Bureau Veritas in American 
ports. 


Correspondence on the subject has been carried on. by the 
state department in a desultory way, it is asserted by those 
who desire action, since May 15. They hope there will be a 
speeding up without the necessity of the Shipping Board apply- 
ing the discrimination sections of the shipping law against 
ships of French register when they come to American ports. 


Round-the-world Dollar Line ships brought about the ques- 
tion of reciprocity in the matter of ship inspection recognition. 
A year ago when one of those ships put into Marseilles, notice 
was served on the Dollar Line that its ships would have to be 
dry docked and inspected by the Bureau Veritas. That notice 
was served upon the Dollar Line, it is said, as a result of the 
President Adams coming into Marseilles. The Dollar Line was 
given a year in which to comply with French law and the year 
will expire in August. In that month the Adams is due to be 
inspected by the French bureau. Some of the first ships that 
put into French ports were exempted from the inspection, but 
the notice that followed the entry of the Adams into Marseilles 
is to be executed, it is asserted, unless the state department can 
persuade the French government that it would not be seemly 
for it to compel the Shipping Board to consider the advisability 
of taking retaliatory steps against French ships, which come 
into American ports in numbers larger than American ships 
enter French ports. 

Commissioner Haney is now in Europe and he may take 
up the matter undfiicially. Officially, htwever, the matter is 
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in the hands of the state department and Commissioner Haney 
can have no standing at the French foreign office. 





New York.—S. A. Oyen, eastern manager for the Dollar 
Line, said he was not familiar with the case and presumed it 
was being handled from the headquarters of the company in 
San Francisco. It is understood that one of the chief purposes 
of the present voyage abroad of Commissioner Bert E. Haney 
is to take up the matter with the French authorities and attempt 
to settle the dispute amicably. The Shipping Board has full 
power under the shipping act and the merchant marine act to 
retaliate, even to the extent of barring French vessels from 
American ports. 

It is understood also that other American vessels calling at 
French ports will be affected. The French action is regarded 
in New York as discrimination indirectly against American 
shipping through refusal to recognize the American Bureau of 
Shipping, which the merchant marine act has named officially 
as the U. S. classification society. 

It is estimated that the volume of French shipping entering 
American ports is five time that of U. S. shipping at French 
ports. In event of retaliation the advantage would lie with this 
country. 

Local officials of French shipping companies were inclined 
to minimize the matter. According to their version of the 
difficulty, one of the Dollar liners arrived at Marseilles with a 
shipment of refrigerated eggs from China. French underwriters 
charged higher insurance rates on the cargo, under their claim 
that the classification-of the American Bureau did not adequately 
cover the refrigeration equipment on the vessel, and that if 
lower rates were to be allowed in the future the Dollar Line 
must have a Bureau Veritas or other inspection complying with 
the French requirements. 

While local French officials said the trouble was due en- 
tirely to this one instance, an interested American official said 
that the reason the issue had not arisen before was that the 
Dollar liner ‘was the first American passenger vessel to enter 
a French port. The U.S. Line ships do not tie up to the docks 
at Cherbourg, but discharge their passengers beyond the break- 
water, he said. 


WORLD AIR MAIL ROUTES 


Realignment of world mail routings will be brought about 
as the result of the establishment of the new American air mail 
service, it is believed by Postmaster General New because of 
the receipt of inquiries from European countries for information 
regarding mail flying schedules. The service is also expected 
to increase to some extent the amount of foreign mail trans- 
ported in American vessels. 

European mail now rouied via Marseilles and the Suez 
Canal destined to Australia and the Orient may be diverted to 
New York to take advantage of the American air mail service, 
which ofttimes will be able to shorten transit time as much as 
two weeks. 

A similar situation prevails with reference to Australian and 
New Zealand mail from England now being routed on certain 
days via New York and the Pacific coast, to connect with 
vessels sailing from Victoria, B. C., and San Francisco. In 
many instances the faster air mail service will be able to make 
connections with steamers at San Francisco and save from two 
days to two weeks in time of transit. It is such instances 
as these that are interesting to foreign mailers and no doubt 
have prompted the inquiries regarding the New York to San 
Francisco air mail service. The same situation applies to 
virtually all other European and trans-Pacific countries. 

Most of these countries already have been advised of the 
inauguration of the new service and have been furnished flying 
schedules showing how the service may be employed to their 
advantagé. 

The air mail service also is expected to handle a large 
amount of mail originating in the United States for delivery to 
foreign countries. A recent departmental ruling provides thaf. 
no extra postage beyond the regular air mail postage will be 
required on mail addressed to countries where the two-cent 
postage rate is applicable. To countries where the international 
rate applies, the air mail postage will be held as covering the 
portion of the postage fee accruing to the United States and 
only three cents additional will be required for the first ounce 
and one-cent for each additional ounce or fraction thereof. 


DIESEL DRIVE PLANS ORDERED 


Instructions have been issued to the department of maint- 
enance and repair of the Fleet Corporation in New York city to 
proceed with all the necessary work incident to the preparation 
of specifications and contracts for carrying on the work of 
converting cargo vessels to Diesel drive, recently authorized 
by Congress. 

The work of preparing for this conversion, together with 
supervision of construction and installation of all machinery 
and refitting of vessels, will be carried out directly under the 
supervision of the Maintenance and Repair Department, of which 
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to be subject to the approval of the United States Shipping 
Board. Actual plans, specifications and contracts are now be- 
ing prepared by the technical section of the New York office 
of the department of maintenance and repair. A. Conti has been 
retained by the Shipping Board as consulting advisory engineer 
to assist in this work and is working in close cooperation with 
the Fleet Corporation authorities. 


TRIESTE TRAFFIC 


Sea borne traffic at Trieste, which was almost at a stand. 
still during the war has been restored very nearly to its pre- 
war volume, Commercial Attache McLean advises the Depart- 
ment of Commerce, During the calendar year 1923 a total of 
1,356,819 metric tons of goods were imported by sea and 694,129 
metric tons exported by sea, as compared with 1,579,035 tons 
imported and 734,408 tons exported in 1914. Exports by rail 
in 1923 (1,054,281 metric tons) were slightly larger than in 1914, 
while imports by rail were less, being 966,176 tons in 1923, and 
1,152,814 tons in 1914. 


BOARD TUGS TO BE SOLD 


The Emergency Fleet Corporation has decided to withdraw 
all but five of its tugs from service in New York harbor, as 
requested in protests by the New York Tow Boat Exchange 
and owners of tugs. The protestants said the government, by 
operating tugs in New York harbor was competing with 
privately owned tugs, many of which had been sold to the 
present owners by the Shipping Board. Five of the fifteen tugs 
now operating there are to be retained, two laid up for use 
in case of emergency, and the rest offered for sale. Among the 
tugs to’ be retained is the Dolphin, built in the war period for 
handling the Leviathan. The army turned that tug over to the 
Board, on condition that the Board alone was to operate the 
tug and not dispose of it: 

Two of the tugs to be retained in service are to be used in 
shifting lighters and two are to be retained to take care of 
ships in the laid-up fleet. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended July 12, totalled 
910,415 cars, a decrease of 109,394 cars as compared with the 
loading in the corresponding week of last year but an in- 
crease of 59,739 cars as compared with 1922. Although this 
represents an increase as compared with the loading in any 
week in June it was below the level established in May and, 
except for the increase in coal loading as compared with the 
strike period of 1922, would have been below the comparative 
figures for 1922. The southwestern district continued to show 
an increase as compared with last year but grain and grain 
products and live stock were the only commodities to show 
increases and live stock, coal and miscellaneous freight were 
the only ones to show increases as compared with 1922. 

Loading by districts in the week ended July 12, and for 
the corresponding period of 1923, was as follows: 


Eastern district: Grain and grain products, 6,850 and 6,746; live 
stock, 3,426 and 3,226; coal, 39,944 and 54,869; coke, 1,598 and 3,718; 
forest products, 5,630 and 6,278; ore, 6,247 and 10,375; merchandise, 
L. C. L., 64,221 and 66,041; miscellaneous, 85,130 and 92,789; total, 
1924, 213, 046; 1923, 244, 042; 1922, 194,621. 

‘Allegheny district: Grain and grain products, 2,246 and 2,174; 
live stock, 2,685 and 2,901; coal 40,524 and 60,044; coke, 3,229 and 
7,288; forest ge 2,971 and 3,579; ore, 11, 70 and 15, 932; mer- 
chandise, Ie. C. 47,073 and 48,651; miscelianeous, 74,240 and 84,668; 
total, 1924, 184, 588: 1923, 225,337; 1922, 168,489. 

Pocahontas district: Grain and grain products, 159 and 235; live 
stock, 152 and 177; coal, 29,964 and 29,578; coke 347 and 530; forest 
products, 1,231 ané 2,026; ore, 130 and 363; merchandise, L. C. L, 
6,550 and 6,242; miscellaneous, 3,896 and 4,991; 1924, 42,429; 
1923, 44,142; and 1922, 33,933 

Southern district: Grain and grain products, 3,226 and 3,623; 
live stock, 2,356 and 2,136; coal, 16,594 and 22,627; coke, 716 and 
1,245; forest oo? 19, 649 and 23, 124; ore, 1,126 and 1,744; mer- 
chandise, i... ©. 36,184 and 38, 294; miscelianeous, 48,069 and 37,- 
773; total, 1924, 138, 550; 1923, 130, 556; and 1922, a7. 

Northwestern district: Grain and grain products, 8,399 and 9,017; 
live stock, 10,875 and 9,562; coal, 4,198 and 9,372; coke, 759 and 1,204; 
pvent product 11,738 and 16, 868; ore, 36,948 and 57, 197; merchandise, 

C. 30,015 and 31,393; miscellaneous, 34,896 ‘and. 38,118; total, 
ioe 137,828; 1923, 172, 731; and 1922, 157,022. 

Central ‘Western district: Grain and grain products, 14,737 
12,569; live stock, 11,879 and 11,258; coal, 10,672 and 13, 229; 


total, 


and 
coke, 


278 and 384; forest products. 8,681 and 1, 721; ore, 2,927 and 3,032; 
merchandise, L. C. 34,9 and 35,409; miscellaneous, 55,721 and 
53,911; total, 1924, 139,885; 923° 141, 513; and 1922, 123,638. 


Southwestern ‘district: Grain and grain products, 6,353 and 5,127; 
live stock, 2,515 and 2,909; coal, 4,281 and 4,203; coke, 213 and "146; 
forest products, 7,758 and 8,179: ore, 375 and 444; merchandise, L. 
Cc. L., 14,704 and 14,754; miscellaneous, 27,890 and ‘25, 816; total, 1924, 
64, 089; 1923, 61,578; and 1922, 53,696. 

Total all roads: Grain and grain products, 41,970 and 39,491; 
live stock 33,838 and 32,169; coal, 146,177 and 193,992; coke, 7,140 and 
14,515; forest —— 57, 658 and 71,775; ore, 59,42 and 89,087; 
merchandise, ian. © 234,367 and 240, 784; miscellaneous, 329,842 
and 338,066; total, 1924" 910, 415; 1923, 1,019, 809; and 1922, 850,676. 
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DETROIT OF | Oy Ce 


Mae ea tema tae eee Ue CO. VA JOS. STOCKTON TRANSFER CO. 


Commercial and Bonded Warehouse 1020 South Canal St., near Taylor St. 


‘‘Let Us Solve Your Distribution Problem”’ Teaming of Every Description--City Delivery Service 
Centrally Located to All Railroads and Boat Lines and Carload Distributors 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


COLUMBUS 


ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for eve y need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 

















FOR CE STATES 
DISTRIBUTIO! ERCHANDISE’ 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.=—C. W. C.—Minn. W. A. 





MERCHANDISE ae eee 
Lecated best to serve as your warehouse. car distribution—stere deer delivery. 


TheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 









TOLEDO 


Merchandise Storage and Pool Car 
chews snd Kanes coy? DIStPibUtION — >9%,caR0A> 


MANSFIELD 











and Pennayioonte From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by § Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage e Corp’ n, ELMIRA, N. Y. 


COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 


Make this Mammoth Plant The largest public warehousing 


YOUR CHICAGO WAREHOUSE. SB WESTERN 


"CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 






WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


” Serves Twe Millien Population 


sate 


Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


your Chicago trade. Superior 


facilities for prompt out-of-town ann — - i ih 3 ze WAREHOUSING COMPANY 


shipments without cartage : ie - : — ggg Poik Street Terminal, Pennsylvania System 


' Bre . , CHICAGO 
BETTER INVESTIGATE = er a . 





“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





District Attorney Not Empowered to Waive Immunity: 
(District Court, S. D., New York.) United States district at- 

torney cannot waive immunity of government and confer juris- 

diction, where none previously existed.—Hidalgo Steel Co. vs. 

Moore & McCormack Co., Inc., et al., 298 Fed. Rep. 331. 

United States Could be Impleaded in Libel Based on Bills of 
Lading Designating Respondent as Government’s Agent. 

In libel on bill of lading issued for government-owned vessel, 
designating the respondent as agent of the United States Ship- 
ping Board, the respondent, under general admiralty rule No. 
56, could implead the United States, regardless of whether the 
claim was one under the Tucker Act (Judicial Code, Sec. 145; 
Comp. St. Sec. 1136), or one under Suits in Admiralty Act, Sec. 
1, 2.—Comp. St. Ann. Supp. 1923, Sec. 1251144, 1251144a.— Ibid. 
Bill of Lading Maritime Contract: 

A bill of lading for transportation by ship is a maritime 
contract.—Ibid. 

Period of Limitations Within Which Agent of United States Ship- 
ping Board can Implead Government in Action on Bills of 
lading Does Not Run from Time when Loss Occurs: 
Period within which United States Shipping Board’s agent 

could implead the United States, in libel by shipper to which 

agent issued bills of lading under Suits in Admiralty Act, Sec. 

1, 2 (Comp. St. Ann. Supp. 1923, Sec. 1251%4, 1251%4a), did not 

commence to run when damage was sustained by shipper, since 

agent’s cause of action against government in such case does 
hot accrue until the agent is held liable to shipper.—lIbid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Lack of Evidence of Contents of Lost Package Held not to 
Warrant Withdrawal of Case Against Carrier from Jury. 
(Court of Appeals of Maryland.) In action for carrier’s fail- 

ure to deliver package, withdrawal of case from jury merely 

because of absence of evidence as to kjgd and quantity of wool- 
ens contained in package held unwarranted where receipt by 
carrier, nondelivery to consignee, and value were established. 


(Feldman vs. Merchants’ & Miners’ Transp. Co., 124 At. Rep. 
874.) 


Inadvertent Failure of Stenographer to Note Objection to Evi- 
dence Does not Prevent Court’s Certification of Facts on 
Appeal: 

Inadvertent failure of stenographer to note objection and 
ruling on evidence does not prevent court from certifying facts 
in order that case may be correctly presented on appeal.—Ibid. 
Director General Authorized to Limit Liability in Intrastate 

Transportation: 

(Commission of Appeals of Texas, Section A.) Under Federal 
Control Act (U.S. Comp. St. 1918, U.S. Comp. St. Ann. Supp. 1919, 
Sec. 3115%a3115%p) Director General of Railroads had authority 
to fix rates affecting intrastate carriage of baggage by railroads 
and promulgate regulations limiting recovery, where baggage 
was lost, to $100, where no value was declared—McConnell vs. 
Payne, Agent, 262 S. W. Rep. 72. 

Statute Limiting Carrier’s Right to Limit Common-law Liability 
Suspended During Federal Control. 

Rev. St. art. 708, providing that no common carrier should 
limit or restrict its liability as at common law, was suspended 
during operation of railroads under Federal Control Act:—U. S. 
Comp. St. 1918, U. S. Comp. St. Ann. Sup. 1919, Sec. 3115%a- 
3115% p.— Ibid. 

Party Not Declaring Value of Baggage in Intrastate Shipment 
Limited to Recovery of $100: 

In intrastate carriage of baggage during federal control and 
after tariff promulgated during such control became effective, 
where owner of baggage made no declaration as to value and 
paid no additional rate, his recovery therefor was limited to 
$100.—Ibid. 

Statute Forbidding Limitation of Common-law Liability, Sus- 
pended During Federal Control, Became Automatically Ef- 
fective at Termination Thereof: 


(Commission of Appeals of Texas, Section A.) Rev. St., art. 
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708, forbidding common carriers to limit their common-law lia- 
bility, which was suspended during federal control of railroads, 
automatically became effective on termination thereof; it not 
being intention of Transportation Act, Feb. 28, 1920, Sec. 208 
(a) (U. S. Comp. St. Ann. Supp. 1923, Sec. 1007114d), to re- 
quire re-enactment.—Lancaster et al. vs. Smith et ux., 262 S. W. 
Rep. 74. 
Bills of Lading 
Matters Concerning Interstate Shipments are Governed by Fed- 
eral Statute: 

(Supreme Court of Wisconsin.) Matters involving interstate 
shipments are governed by federal statute [Act Cong. Aug. 29, 
1916, Sec. 9, 10 (Comp. St. Sec. 8604e, 8604ee)]—Chicago, St. 
P., M. & O. Ry. Co. vs. McDougald, 199 N. W. Rep. 68. 

Must Be Supported by Consideration: 

Accord and satisfaction is a contract, and must be sup- 
ported by valuable consideration.—Ibid. 

One Receiving Shipment Without Delivery of Bill of Lading 

Held Liable on Bond Given: 

One receiving a shipment of automobiles, without delivering 
bill of lading covering same, who gave bond to idemnify car- 
rier against possible damage, held liable to carrier for deprecia- 
tion in value of one car which he allowed to be used pursuant 
to supposed sale, when carrier demanded redelivery of same. 
—lIbid. 

Telegraphs and Telephones 
Penalty For Delay Recoverable by Sender Paying Agent’s Charge: 

(Kansas City Court of Appeals, Missouri.) In action to re- 
cover penalty under Rev. St. 1919, Sec. 10136, for failure to use 
diligence to promptly deliver telegram, that plaintiff did not 
pay usual charge made by company held not to affect right to 
recover, where he, in absence of knowledge of rate, relied on 
charge made by company’s agent as being correct.—Wells vs. 
Western Union Telegraph Co., 262 S. W. Rep., 70. 

Judicial Notice Not Taken of Rates on File With Public Ser- 
vice Commission: 

While Public Service Commission may take judicial notice 
of rates for telegrams on file with it, courts do not.—Ibid. 
Appellate Courts Do Not Weigh Conflicting Evidence: 

Appellate court is not justified in weighing conflicting evi- 
dence.—Ibid. : 

Damage For Mental Anguish Not Recoverable: 

(District Court, N. D. California, Second Division.) Dam- 
ages for mental anguish and physical and bodily injury, caused 
by failure to deliver telegram announcing death of plaintiff's 
brother, held not recoverable.—Ey vs. Western Union Telegraph 
& Cable Co., 298 Fed. Rep. 357. 


Mental Pain and Anguish Not Recoverable, in Absence of In- 
jury to Person: 


Where no injury is done to person, property, health, or repu- 
tation, mental pain and anguish are too vague for legal re- 
dress.—Ibid. 

No Recovery for Physical 

Anguish: 

There can be no recovery for physical and bodily injury fol- 
lowing as a mere sequel to mental anguish.—Ibid. 


Injury Resulting from Mental 







Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. ‘ 
Copyright by West Publishing Co.) 







REGULATION OF COMMON CARRIERS 


Acts in Fixing Rates Are Legislative and Reviewable Only in 
Manner and to Extent Stated in Statute: 

(Supreme Court of Utah.) Public Utilities Commission, in 
fixing and promulgating rates or charges, acts merely as arm of 
Legislature, and cannot exercise judicial functions, so that its 
acts are reviewable by Supreme Court only in manner and to 
extent stated in Comp. Laws 1917, Sec. 4834—Jeremy Fuel & 
Grain Co. et al. vs. Public Utilities Commission, 226 Pac. Rep. 
456. 

Particular Phrases or Sentences in Tariff Sheet Considered in 
Connection with Footnotes or Other Extraneous Matters: 
While freight tariffs should be construed according to plain 

import of language employed, particular phrases or sentences 
in tariff sheet must be considered in connection with subject 
matter and circumstances to which language refers, such as foot- 
notes or other extraneous matters; technical terms must be 
given their full meaning and effect.—Ibid. 

Interstate Commerce Commission’s Rules of Construction Can- 
not Affect Public Utilities Commission’s Decision as to 
Reasonableness of Rates: 

Abstract rules of construction stated in opinions of Inter- 
state Commerce Commission in proceedings before it cannot 
affect Public Utilities Commission’s decision as to whether 
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Freight Forwarding Service! 


A Bonded Statement of Shipping Costs 


We find it has a strong appeal to the man who is 
not located right at seaboard. Will be pleased to 
explain this if you are interested. 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 





ROCHESTER, N. Y. 



















' GENERAL MERCHANDISE STORAGE 
MAP OF ILLINOIS 


FROM 


Parke 


Storage—Distribution 


Within the white area Decatur, 
» ST.LOUIS Illinois delivers L. C. L. Freight at 
less cost than either Chicago or 
St. Louis. 
With over 7O Daily outbound 
merchandise cars, Decatur, Illinois 
serves in Illinois over 3OO towns. 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., momen 
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UT beyond the world of hundrum lies a land 
where romance lingers. A realm of rosy 
mountain tops where cluttered desks and 

household cares are soon forgotten; where children 
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the delightful mountain climate. 
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Take a Burlington train to Denver—gateway to all of Colorado’s 
great vacationland. Visit Rocky Mountain National- Estes Park, 
Colorado Springs or any of a hundred fascinating wonder spots. 





Two weeks is ample time. Special Summer Tourist 
fares to Denver, Colorado Springs and Pueblo, $41.00. 
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Burlington SPECIALIZING ON POOL CARS 


wi)? ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 








TMM P. S, EUSTIS, Pass. Traffic Manager 
Route 547 West Jackson Boulevard 
Chicago, Mlinois 
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freight rates or other charges are unreasonable and discrimi- 
natory.—Ibid. 
Supreme Court Cannot Review Errors of Judgment in Fixing 

Rates: 

Under Comp. Laws 1917, Sec. 4834, Supreme Court cannot, 
review mere errors of judgment by Public Utilities Commission 
in fixing rates, a legislative, not judicial function; commission’s 
findings, based on evidence, being conclusive.—lIbid. * 
Supreme Court Cannot Direct Utilities Commission to Allow 

Reparations on Shipments of Coal Sold by Dealers in Ac- 

cordance with Tariff Rates Paid by Them. 

In view of Comp. Laws 1917, Sec. 4838, authorizing Public 
Utilities Commission to order reparations only where no dis- 
crimination will result, Supreme Court would not direct Com- 
mission to allow or disallow reparations on shipments of coal 
sold by dealers in accordance with alleged excessive tariff rates 
paid by theem.—lIbid. 


I. C. C. COAL WARNING 


The Commission’s soft coal warning, issued July 18 (Traffic 
World, July 19), was as follows: 

The average production of bituminous coal per year for the past 
seven years (exclusive of the strike year 1922) has been approximately 
520,000,000 tons. The average production in the last six months of 
such years was 6.8 per cent greater than the average for the first 
six months. For the first-half of this year production has been about 
227,639,000 tons. If in the last half of this year production is 6.8 per 
cent greater than in the first half, the total for the last six months 
will be 243,118,000 tons, or an average of 9,500,000 tons weekly for 
weeks of six working days each. Since April 1, 1924, the bituminous 
coal produced has been Jess than 7,500,000 tons per week. in each 
instance. ; ; 

It can readily be seen, therefore, that if shipments of bituminous 
coal for winter consumption are deferred for any considerable length 
of time, the railroads will be called upon to handle a very large 
quantity of coal during the peak freight movement in the fall. 

The aggregate of bituminous coal shipped via lake to the north- 
west during the 1924 season of lake navigation to June 30. plus 
bituminous coal stocks at the head of the lakes April 1st of this 
year, is 12 per cent less than the corresponding figure for 1923, and 
16 per cent less than the corresponding total for 1921, although 
larger than in 1920 and 1922. However, during the fall months of 
1920 and 1922 there were severe car shortages, and in the latter year 
a miner’s strike. 

The coal stocks on docks at Duluth, Superior, Ashland, and Wash- 
burn, June 15, 1924, aggregated 3,125,663 tons as compared with 
2,179,999 tons on June 15, 1923, or an increase of 944,664 tons, thereby 
indicating that considerably less coal has been distributed from the 
head of the lakes than at this period last year. 

Roads in the northwest will soon be taxed to their utmost with 
the heavy demand on transportation in the fall months, during which 
period we will undoubtedly have a very heavy movement of agri- 
cultural products. It is therefore urgently suggested to the people of 
the northwest that they purchase their coal early, in order to avoid 
a curtailment in the transportation necessary for the heavy move- 
ment of agricultural products. 

There are no definite records available respecting present coal 
stocks. The stocks as of January 1, 1924, aggregated 62,000,000 tons. 
At that time railroad coal stocks totaled 19,367,956 tons as compared 
with 15,530,327 tons June ist, which is a decrease of 20 per cent. If 
the same percentage of decrease is applied to the aggregate coal 
stocks, the figure as of January 1st would be reduced to 49,600,000 
tons, which may or may not be a fair approximation of the coal 
stocks as of June 1, 1924. 

It is thought advisable to call the attention of the public at this 
time to the foregoing situation. The fall months are usually the 
peak months of transportation, and if the carriers are called upon to 
handle an enormous coal traffic during those months in addition to 
the other commodities which they are called upon to transport, their 
facilities will be taxed to the utmost. 

The sonny for increasing coal production prior to the peak 
sch ees would seem apparent if we are to avoid transportation 
shortages. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal recovered in the week ended 
July 12 and reached the highest level attained since the last 
week in March” says the Geological Survey in its current coal 
production report, which in part, follows: 


The total output including mine fuel, coal coked at the mines, 
and local sales, is estimated at 7,455,000 net tons, an increase of 
84,000 tons over the week ended June 28. The recovery was not 
sufficient, however, to carry the 1924 line of average daily production 


above that for 1921, and the two years now stand at practically the 
same point. 


Further slight recovery was indicated in the daily reports of 
cars loaded which are shown in the following table. On the basis 
of the increase on Monday and Tuesday, it seems possible that the 
total output will exceed seven and a half million tons. 


The production of anthracite was somewhat slow in recovering 
from the effects of the holiday, and loadings did not reach normal 
until Wednesday. The total output including mine fuel, local sales, 
and dredge and washery output is estimated at 1,871,000 net tons, 
an increase of 575,000 tons over the holiday week, and 47,000 tons 
less than in the week before that. In comparison with the corres- 
ponding week a year ago, there was a decrease of nearly 9 per cent. 

Preliminary estimates place the output of soft coal in June at 
30,447,000 net tons, and of anthracite at 7,704,000 net tons. 

Except for the strike year 1922, the production of bituminous 
coal was the lowest on record for the month of June. In comparison 
with May, 1914, when the previous low record was established there 
was a decraese of 3 per cent. In this connection it must be borne 
in mind that the capacity of the soft coal mines is now perhaps 
20,000,000 tons more a month than in 1915. Compared to June, 1921, 
when coal mining was prostrated by the industrial depression, there 
wes 2 ae of = Rs cent. ; 

roduction of anthracite in June was practically the same as 
in May, despite the fact that there was 1, less working day.. It was 
the lowest June output, however, since 1919, and (except the strike 
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month of 1922) only four times in the past eleven years were lower 
levels recorded. ; 

In company with the production of iron and steel, the output of 
coke was reduced sharply in June. The total quantity produced was 
2,958,000 net tons, of which 2,403,000 tons were from by-product 
ovens, and 555,000 tons from beehive ovens. Comparison with June 
shows decreases of 14 per cent and 27 per cent respectively. 

The present monthly rate of by-product coke production is 23 per 
cent below the average for 1923, and is less than at any time since 
early in 1922. The average daily output in June was 80,087 tons, a 
decrease of nearly 11 per cent. The relation of production of capa- 
city was 66.4 per cent. Of the 71 by-product plants in existence, 66 
were active and 5 were idle throughout the month. Ovens affiliated 
with iron furnaces produced 80.7 per cent of the total output. 

Activity at the beehive ovens has decreased to the point where 
the monthly rate of output is but 38 per cent more than the weekly 
rate a year ago. The June, 1924, production was more than double 
that in the corresponding month in 1921, when the industry was in 
a state of extreme depression. 


The all-rail movement of anthracite into eastern New York and 
New England declined sharply to 2,747 cars in the week ended 
July 12. Compared with the week before this was a decrease of 
619 cars, or 18 per cent. The movement of bituminous coal changed 
but little, and totaled 2,056 cars. The total movement of all coal 
into this territory—4,803 cars, was 32 per cent less than in the cor- 
responding week a year ago. 

Tidewater business at Hampton Roads declined sharply in the 
week ended July 12. Reports from the three piers at that port show 
that a total of 285,046 net tons of bituminous coal were dumped. This 
was a decrease of 78,211 tons, or nearly 22 per cent, and was the 
lowest level reached since the middle of May. Exports decreased 
30 per cent, shipments to New England 20 per cent, and cargoes for 
the “other coastwise trade’’ 30 per Cent. 

The movement of bituminous coal across the Lakes continues to 
increase slowly. According to reports submitted by the Ore and 
Coal Exchange, 795,250 net tons were dumped in the _ second 
week of July, an increase of 39,175 tons. Of the total dumpings, 
746,300 tons were cargo coal, and 48,950 tons were vessel fuel. In the 
corresponding week of 1923, dumpings totaled 1,099,676 tons. 


Cumulative dumpings of cargo coal during the present season of 
navigation now total 7,444,045 tons, a decrease from the figure for 
the corresponding periods of 1923 and 1921, of 36 per cent. 


ALL CARS WILL BE NEEDED 


It is the judgment of L. M. Betts, manager of the closed 
car section of the American Railway Association car service 
division, that every available car will be needed for the movement 
of the grain crop now being harvested. That opinion was ex- 
pressed in connection with an analysis of the July 1 forecast 
of wheat production issued by the United States department of 
agriculture. In a circular letter sent to the railroads, to the 
chairmen of regional advisory boards, members of executive 
committees and members of grain and grain products committees 
attached to the forecast of the government department, Mr. 
Betts said: 


It will be noted that the estimate indicates a marked improve- 
ment in conditions over June ist, forecasting a winter wheat crop of 
542,551,000 bushels, an increase over June ist figures of 33,232,000 
bushels, and a spring wheat crop of 197,461,000 bushels, an increase 
over June ist figures of 13,630,000 bushels. ‘This totals 740,012,000 
bushels in 1924 versus 785,741,000 bushels in 1923. = yee 

The statement further emphasizes the fact that the chief increase 
over June in winter wheat is in the heavy production belt from Texas 
north to Nebraska, where a marked increase over last year had. 
already been indicated by the June ist figures. Kansas shows a par- 
ticularly heavy improvement in the past month. 

The group of states indicating decreased production compared 
with last year shows some increase over June 1 condition, but not 
sufficient to change their status in this respect. ' 4 ’ 

The spring wheat states also show marked increase in their 
prospective yield, North Dakota particularly standing out in com- 
parison with last year. South Dakota and Montana now indicate a 
yield in excess of last year. 

Oats also show a marked improvement in the past month and a 
crop of 56,000,000 bushels in excess of last year is predicted. While 
corn will be less than normal, this crop is not so much of a factor 
in the early car supply as wheat and oats. 

Roads serving the middle western and northwestern states may 
reasonably expect a heavy demand for grain cars for immediate ship- 
ment after harvest, as has already proved the case in the southwest. 
While, generally speaking, the number of cars assembled for grain 
loading is in excess of last year, the indications from a market and 
crop standpoint are that every available car will be required to 
satisfy the demands. 


SHIPPING CALIFORNIA CANTALOUPES 


The cantaloupe industry of California is a new and growing 
industry, having been created within the last 10 years, in which 
time the yearly shipments have increased from a few hundred 
to 15,000 cars. Both the grower and the packer are interested 
in preventing the shipment of immature melons, since the 
shipping of green melons is probably the quickest way in which 
to ruin the demand in all markets, 


Considerable help has been given to this phase of the 
industry by the studies made by the chemists of the United 
States Department of Agriculture to detemine the relation which 
exists between the composition of the fruit at different stages 
and its maturity, and to devise tests by which the stage of 
development can be judged, thus furnishing a means by which 
growers and packers may be sure that only mature melons are 
selected and immature ones left on the vine. 

The results of the studies and a discussion of the prac- 
tical application of the tests form the basis of a new bulletin 
just issued by the départmént as Department Bulletin 1250. 
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INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


THE TRAFFIC WORLD 189 


ATLANTA 
GEORGIA 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


Security Warehouse Company 


100,000 Square Feet Floor Space 


‘“‘Bankers of Merchandise’’ 


— 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 
Merchants Southwest Fireproof Warehouse Company 


1 East Grand Avenue 
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THR T 
CROW’S NEST PASS RATE 


Thé Trafic World Ottawa rei 


The innumerable complaints being received by the Board 
of Railway Commissioners and the government, indicate that the 
question of discrimination in rates that has followed the limited 
application of the Crow’s Nest Pass freight rate agreement has 
now become the outstanding question of the hour in the Canadian 
traffic world. 

Last week a history of the agreement was given, and the 
first charge of discrimination in rates was recorded. The agree- 
ment was signed by the Canadian Pacific railway, in 1897 and 
provided fixed rates east and west on most of the basic com- 
modities in perpetuity. The rates quoted in the pact were 
materially lower than those obtaining prior to the re-inforcement 
of the agreement on July 7, of this year. The agreement had 
been suspended in 1919, and the suspension renewed until this 
summer, when the government declined to act and the agree: 
ment automatically came into effect. 

The two railways are equally concerned, though the Canadian 
Pacific was the only road to sign the pact. Wherever the C. P. 
R., reduces rates, however, the Canadian National is forced to 
do likewise to meet the competition. 

When the re-instatement of the agreement became certain, 
the railways announced that they would insist on carrying it 
out to the letter of the law, and no further. They claimed that 
it covered the railway system as it existed in 1897, and that 
all the mileage added thereafter was not involved. Reductions 
ranging as high as 25 per cent have been applied to one city 
and not to another, even though but 30 miles distant, and have 
had disastrous effects on the industrial stability of these 
districts. 

The city of Brantford, the center of the farm implement 
manufacturing business in this country, is excluded from the 
reductions and is unable to meet the competition of smaller 
houses in Toronto, which does receive the reduction. Thus 
Brantford is despoiled of the great prarie market. Guelph is in 
a similar position with respect to other lines of industry. 

First, there were letters of protest from these two points 
then telegrams, and, finally, delegations were sent to demand 
action from either the Railway Commission or the government. 
These are only two cases in the eastern section of the Dom- 
inion out of scores. 

In the west, where most of the railway construction has 
taken place since 1897, the situation is even more complicated. 
British Columbia is practically debarred, as the farthest west 
the reductions are in effect is Revelstoke, B. C. According to 
the figures of the railways’ traffic departments, the reductions 
apply to only 422 points on the C. P. R., out of a total of more 
than 2,000. On the Canadian National the reductions apply to 
only 34 points out of a total of 2,500. 

The fact that the government was straining every effort 
to conclude Parliment by Saturday, July 19, accounts, probably, 
for the fact that no action has been taken up-to-date. Immedi- 
ately after prorogation last Saturday the government heard 
delegations and since then has been considering the situation. 

There is a curious and disconcerting angle to the dispute 
in that it is not clear whether the question should be dealt 
with by the government or by the Railway Commission. 

The first complaints were sent to the Railway Commission 
and after they began arriving in a steady stream, Chairman 
Carvell, of the Railway Board, went into the matter and decided 
that the question of removing the discrimination was one for 
the government to decide. He wrote to the various boards of 
trade advising them to present their case direct to the cabinet. 
The government, on the other hand, is unwilling to become 
mixed up in the controversy unless there is no other way out. 

From the governments point of view, the only solution 
would be to compel the National Railways—a government owned 
company—to make the rates set out in the agreement apply all 
over the system. The Canadian Pacific then would have to do 
likewise to meet competition. 

Legal advisors of the government, however, take the view 
that the question must be dealt with by the railway commis- 
sioners under Section 315 of the railway act, which provides 
against discriminatory rates. The section reads: 


All such ‘tolls shall always, under substantially similar cir- 
cumstances and conditions, in respect of all traffic of the same de- 
scription, and carried in or upon the like kind of cars, passing over 
the same portion of the line of railway, be charged ‘equally to all 
persons and at the same rate, whether by weight, mileage or other- 


wise. No toll shall be charged which unjustly discriminates be- 
tween different localities. 


This clause, it has been pointed out, has been upheld by 
every chairman of the Railway Commission since that body 
was organized. 

The immediate developments in the controversy are diffi- 
cult to forecast. The government may adopt the policy of en- 
forcing the rates on the National lines or may refer the whole 
question of discrimination to the Railway Commission and order 
an emergency session to hear the argument. 

A solution in the next few weeks is admittedly essential. 
Traffic from cities not covered in the application of the new 
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rates has dwindled rapidly and-will-eontinue to do so unless a 
readjustment takes place. 


CANADIAN CAR LOADINGS 


Car loadings for the week ended July 12, while showing a 
seasonable decline, were much heavier than for the corresponding 
week in 1923. The total car loadings of revenue freight for the 
week ended July 12 was 53,178, an increase over the previous 
week, which was affected by the holiday, of 4,132 cars, but this 
was more than 5,000 cars below the weekly average in June. 
Compared with the corresponding week last year the increase 
was 1,176 cars and the cumulative totals to date show an in- 


crease for this year over 1923 of 115,502 cars or 8.3 per cent. 
CARS OF REVENUE FREIGHT a ON CANADIAN RAIL- 
WA 


Total for om 
For the Week Ended 











June July July 

28, 5, 42, 
. 1924, 1924, 1924, 
Commodity. Cars Cars Cars. 
Grain and grain products. .......cccscccccces 9,626 6,796 5,864 
a WED ceo eh oe ee oh sens se 8c cinema nase 2,060 1,740 2,038 
NO Nec caer olccaue 2 vsnie do Mae Wateieie a Sik alge eaeai Obra weal 4,978 4,529 4,811 
I ee hae sigs dsb ee carats chee adeaw uiaene mee 203 181 288 
Nes Sore 2 one aa SiaLaanrewecas Grae emia woe OLE RI 4,099 3,577 3,852 
RN oa at cig Gd slg ar ay olan cig ote ol ane stoned 2,333 1,869 2,008 
I SI MI oe ono vine 6 b.cle sis cigeia piieweteacee ees 1,521 1,415 1,790 
COSY TOFERE PPOAUCES 0.6 6c ci cc ccisic csccowes 2,593 2,200 2,471 
RS OIE SE SEE IIE SE ana” Se renee a reer aren eae ara 1,40 1,60 1,441 
ae ee ee ee 15,834 13,668 16,055 
Pe eee ee 12,845 11,366 12,560 
VOU) GUPR WORGED o.oo kin co 6icis cWadie wc sesweevies 57,500 48,946 53,178 
Total cars received from connections........ 30,759 28,981 25,214 
Total cars loaded for corresponding week . 
| ary err wr etary er rete are 54,431 48,595 52,002 
Cumulative loading to date—1924........ ccc cece cee ecnes 1,503,355 
Bs ea Gia had sunteieuslaceseretolnleete 1,387,853 


Eastern Canada. Western Canada. 
For the Week Ended 








June July July June July July 

Commodity. Cars. Cars. Cars. Cars. Cars. Cars. 
Grain and grain prod- : 

MUN eh ira6G. ah oor aochinv era ece 2,492 2,172 2,014 7,134 4,624 3,850 
pS ee ee ee 1,174 979 1,187 886 761 901 
NERS Saray ar crab cnale-oueiwine: ueale 4,202 3,967 4,142 776 562 669 
EER ee OEE ee rarer 203 178 288 i 3 Pere 
Se ere 3,025 2,697 2,870 1,074 880 982 
PORMOOE. ccc: ccesiesene 2,210 1,732 1,821 123 137 187 
Pulp and paper....... 1,413 1,364 1,722 108 51 68 
Other forest products. 1, —. 1,005 1,263 1,274 1,195 1,208 
Ce ee eee an cee aes £,4TT 970 486 428 471 
Merchandise, L. C. L.11, 802 10,282 12,197 4,032 3,386 3,858 
Miscellaneous ........ 9, 5 8,883 9,731 2,890 2,483 2,829 

Total cars loaded...38,717 34,436 38,155 18,783 14,510 15,023 
Total cars received 

from connections...28,168 26,533 23,416 2,591 2,448 1,798 
Total cars loaded for . 

corresponding week 

5 eae or 40,956 36,869 39,037 13,475 11,726 12,965 


ST. LAWRENCE CANAL 


The Trafic World Ottawa Bureau 


Misapprehension has resulted from the action of the House 
of Commons in respect to a private bill incorporating a com- 
pany to go ahead with the construction of the Greater St. Law- 
rence Canal. The bill was allowed to die in the committee 
stage and, for that reason, it was reported that the Canadian 
government had withdrawn definitely from the scheme. 

The private bill was killed, but at no time in the Dominion 
has there been any support of sympathy for the construction 
of this canal as a private enterprise. Leaders of all political 
parties recognize that the canal, if it is to be built, would be 
such an essential part of the lines of communication in this 
country that state ownership would be imperative in order to 
see fair play for the hundred and one interests that would stand 
to gain or lose thereby. 

Not only was the scheme not killed, but the government, in 
carrying out the joint investigation program undertaken in co- 
operation with the United States, has voted $100,000 to defray the 
expenses of the various engineers and experts engaged on the 
numerous commissions. 

The machinery set up in Canada for approaching the problem 
is intricate. It may best be explained in the language used by 
George P. Graham, Minister of Railways and Canals, in the 
speech he made when the $100,000 vote was under considera- 
tion. He said: 


This amount is for the investigation of the St. Lawrence deep 
waterways. After correspondence and negotiation, an organization 
was formed on each side of the line for the purpose of making 
further investigation of the St. Lawrence deep waterways project. 
Some misunderstanding has occurred with reference to the in- 
ternational relationships in this connection; let me briefly explain 
them. There is in each country what is called the National Ad- 
visory Board. In the United States the head of that board is 
Mr. Hoover; in Canada the head of that board is the minister of 
railways. These are not joint boards; they are appointed each 
to investigate the situation with regard to the intersts and require- 
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Santiago Puerto Colombia ee ee ee ee 
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Cristobal | nnn FRANCISCO, PORTLAND, 
PANAMA and British and SEATTLE and TACOMA 

Bocas del Toro Spanish Honduras 






Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 






Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 


Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston New Orleans 


Room 1347, Marquette Building, Chicago 
Pacific Coast Agents—Huff Shipping Company, San Francisco 


PROMPTNESS 


is an essential feature to be con- 
sidered when letting a contract for 


Statistical Data 


661 wish to acknowledge re- 
ceipt of your communica- 
tion, together with data re- 
quested by me which ar- 
rived by special delivery 
yesterday. 

“T have considered all of 
the data prepared by you, 
and find same to be in ac- 
cordance with my request 
and satisfactory in all re- 
spects, and I wish to ex- 
press my appreciation for 
your promptness in execut- 99 
ing this commission. 
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Ship by Water 


‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma cand Bellingham 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 
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And at our Branch Offices at ports of call, etc. 
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ments of their own country. The United States board are in- 
vestigating and securing all the information they can with re- 
gard to the benefits that will accrue to the United States from 
the project; and the Canadian board are doing the same from 
the int of view of Canada. 

he boards are quite independent of each other. Up to date 
they have held no conferences with each other; the task of each 
is separate. In addition to that the government of each country 
has appointed three engineers, who comprise a Joint Engineering 
board. They meet to discuss the technical questions that may 
arise in that connection. In addition to that there are two = tech- 
nical officers in each country, selected by the members of the 
joint engineering board. These technical officers first decide and 
pass on for further approval the questions to be submitted to the 
joint engineering board for investigation. The technical officers of 
both countries, which, as I have said, form a joint body, met in 
Montreal recently and decided on certain questions to be submitted 
for approval to each advisory board. I might today have been able 
to give those questions except that the United States has suggested 
that a further question be added to the list of those to be investi- 
gated, so that perhaps it would not be wise to state them before 
they are finally decided upon. When the technical officers decide 
the questions to be submitted, the references to be made, their 
suggestions are passed on to the government to be handed to the 
advisory board in each country. They pass on them and then 


the government of each country finally decides what the reference 
shall be. 


Mr. Graham declared that he was expecting the decision as 
to the questions submitted, in a few days. He enumerated some 
of those which he was certain would have to be investigated 
fully. First, there would be the question of the probable effect 
of power development on the lake levels. Then there would 
be the same question in respect to the Chicago drainage canal. 
Further than this he could not go. 

He informed the house that the Canadian government had 
added one more body td its machinery, which t‘ve United States 
authorities had considered unnecessary as yet. This was a 
body of government engineers and officials to advise the Na- 
tional Advisory Board. This body, he said, had made useful 
contributions to the information possessed by the advisory board 
already and he was in hopes that more would be forthcoming. 
In closing his speech he announced that the Canadian Advisory 
Board would hold a session July 31. He expected that the final 
questions to be submitted to the government would be de- 
termined at this meeting. Once this stage was passed, the 
government would be able quickly to reach a decision, jointly 
with the United States government, as to the reference to be 
made to the Joint Engineering Board. The vote was passed 
without a great deal of discussion. 

However, it must not be inferred from this that the con- 
struction of the project is now assured. Nowhere in his 
speech did Mr. Graham express an opinion as to whether or not 
the two governments would reach an agreement and proceed 
with the work. The investigation will have to be completed first. 
Both governments will have to have before them the report of 
the various bodies showing exactly the benefits which will 
accrue from the development of the St. Lawrence and the ex- 
penditure entailed. 

Added to this there is a second and probably more serious 
difficulty in the way of the project in Canada. The city of 
Montreal, at the present time, possesses the largest port in 
Canada. Each year a tremendous tonnage in freight is handled 
there for export. Owing to the rapids in the St. Lawrence the 
large cities on the Great Lakes are unable to compete. Thus, 
Montreal is in opposition to the proposed development, and this 
sentiment takes expression in claims that the proposed canals to 


open the river for through navigation would lower the water 
levels at Montreal. 


CANADIAN CATTLE RATE CHARGES 


The Trafic World New York Bureau 


Charges made by Canadian live stock shippers and the 
Agricultural Inquiry Committee of the Ontario legislature, that 
cattle rates to Europe are fixed by New York brokers, are denied 
by C. M. Fetterolf and J. Shamberg, accused by the Canadians 
of controlling the traffic. 

One of the charges was that Mr. Shamberg, one of the 
largest American shippers of cattle, booked considerably more 
space than he could use and arbitrarily raised the rate from 
$15 to $20 for other shippers. This was done, it was said, 
through his agent, C. M. Fetterolf, son of the freight traffic 
manager of the International Mercantile Marine Company, A. 
C. Fetterolf. 

“The allegations are mere balderdash,” said Mr. Shamberg. 
“The steamship lines say that they have to charge higher 
rates because of heavy operating costs, and that $20 a head is 
the lowest they can ask. 

“There is no lack of space for cattle. I have no control of 
space and have never re-let any I have taken. If I raised rates 
I would be working against my own interests as a shipper. I 
thought I was a friend of the cattle raisers, because I bought 


their cattle at the market price and sold them abroad at the 
market. 


“This looks to me like a political move to lower the $20 
rate. If they. can do it I would like to be with them. I want 
ocean rates as low as possible.” 
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Mr. Shamberg pointed out that in the last ten years the 
cattle rate has fluctuated from $10 a head to as high as $150 
during the war. 

C. M. Fetterolf denied the Canadian charges completely. He 
pointed out that the Canadian shippers do not have to patronize 
the I. M. M. line, but can use the Anchor-Donaldson, a sub- 
sidiary of the Cunard, or the Furness Manchester line, if they 
wish. There is no reason for Mr. Shamberg to raise rates or 


take more space than he needs, he added, even if he were 
able to do so. 


HUDSON BAY RAILWAY 


The Trafic World Ottawa Bureay 


The Progressive (farmer) members of Parliament kept the 
House of Commons in session all night in an effort to pursuade 
the government to bring down a vote of money to continue the 
construction of the railway to Hudson Bay or to give a com- 
mitment to proceed with the project next year. The question 
arose on the railway estimates at midnight and at seven o’clock 
in the morning the vote was taken in a thin House. The re- 
sult was a defeat for the Hudson Bay advocates 79 to 20. Thus 
not only did they fail to obtain a money vote this year from 
the government but they failed as well in obtaining any kind 
of commitment. Further than this, the discussion revealed such 
a preponderance of opinion against the feasability of the navi- 
gation route through the Hudson Bay, the Hudson Straits into 
the Atlantic Ocean, that, as George P. Graham, Minister of 
Railways, said, there was no prospect of more money for the 
line. The debate showed that the proponents of the railway are 
confined to Manitoba and the eastern half of Saskatchewan. 

At the present time there are 332 miles of track laid; a 
large bridge has been built across the Nelson River and the 
grading extends practically to Port Nelson, a distance alto- 
gether of 420 miles. According to present plans the government 
will rehabilitate the existing trackage, which has not been kept 
up in the past ten years, and use it as a branch line feeder 
for the National railways. This section of the railway runs 
through a country rich in minerals and, in the future, is ex- 
pected to produce a return on the investment. 
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Personal Notes 





L. F. McFarland has been made commercial agent of the 
Chesapeake and Ohio, at Toledo. 

F. D. Hunt has been appointed general manager of the 
Willamette Valley Southern, at Oregon City, Oregon. J. L. 
Stacer having resigned, the position of superintendent has 
been abolished and the duties of Mr. Stacer have been assumed 
by C. M. Baker, auditor. 

Ray J. Kilroy has been made commercial agent of the Erie, 
at Detroit. William L. Thornton has been appointed commercial 
agent, at Birmingham, Ala. 

E. D. Ford has been made traffic representative of the 
Missouri-Illinois, at Pittsburgh. 

The Brunswick (Ga.) Traffic Bureau has reopened its office. 
W. A. Fox, formerly with the local office of the A. B. & A., has 
been placed in charge. W. E. Gardner of Jacksonville, Fla. has 
been retained as commerce counsel. 

Luther P. Burgess, agent, passenger department of the 
Boston and Maine, and member of the Association of Railroad 
and Steamboat Agents of Boston, died at Watertown, Mass., 
after a long period of illness, July 22. 

Willard P. Kromphardt has been made general agent of the 
Erie, at Peoria. L. A. Dwelle has been appointed general agent, 


at Los Angeles, and N. C. Frick, commercial agent, at the same 
point. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Sioux City, Ia. will hold its first picnic 
at Jones’ Beach, Crystal Lake, Nebraska, August 3. A program 
of sports has been arranged. 





The Indianapolis Traffic Club will hold its mid-summer 
family picnic on the Carl Fisher estate on Riverside Drive, 
July 31. A program of games, in the afternoon, will be followed 
by dancing and other entertainment in the evening. A golf 


tournament has been planned for the forenoon over the River- 
side course. 





The Traffic Club of Des Moines met at luncheon, July 21. 
Five minute talks were given by J. H. Mahoney, H. W. Lan- 
phere, S. W. Leigh, K. G. Carney, and W. S. Hawkins. Their 
subjects included the relation of the railroads, the cement in- 
dustry, the Rollins Hosiery Mills, and the coal industry to the 


city of Des Moines, and cooperation between industry and the 
railroads. 
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HERE IS 


Real Traffic Service 


1. 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 












As a matter of fact it is 
part of every subscrip- 
tion for the 


RAFFIC WORL 


=—— TRAFFIC. ULLETIN = 








which is, in itself the most com- 
plete and prompt traffic news 
service available. 





Let us send you a series of sam- 
ples and detailed information. 






The Traffic Service Corporation 


418 So. Market St., Chicago, IIl. 


THE TRAFFIC WORLD 


From New York Westbound 
S.S. Kroonland Aug. 14 
S.S. Finland Aug. 28 
S.S. Manchuria Sept. 18 





Mobile=Gulf 













U.8.8.B. 8.8. COAHOMA COUNTY.. \8s 





(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bill of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 
S.S. Manchuria Aug. 23 


S.S. Finland 
and regularly thereafter 


EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


Eastbound from San Francisco Los Angeles 


Aug. 25 


S.S. Kroonland Sept. 6 Sept. 8 
Sept. 20 Sept. 22 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. ¥.C. 1 BROADWAY,N. Y.C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. 
Philadelphia—Bourse Bldg. 


Boston—84 State Street 


Rochester—Ellwenger & Barry Bidg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 


ROUTE YOUR CARGO VIA 


SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 


Hamburg and Bremen 
We Solicit General Cargo 
LIVERPOOL 


port=Pensacola 


Baltimore—Chamber of Commerce Bidg. 























Sailing from Pensacola Aug. 5 


pie 8 eS errr reer } Saline from Gulfport Aug. 9 


Sailing from Mobile Aug. 
LONDON AND GRANGEMOUTH 


18 


Sailing from Gulfport Aug. 9. 


U.S.S.B. 8.8. CLAVARACK.......... Sailing from Pensacola Aug. 15 


Sailing from Mobile Aug. 21 


LIVERPOOL AND MANCHESTER 


ROTTERDAM AND HAMBURG 


ailing from Pensacola Aug. 15 
Sailing from Gulfport Aug. 19 
Sailing from Mobile Aug. 27 


Sailing from Gulfport Aug. 28 


U.S.S.B. S.S. HASTINGS............ } Saline from Pensacola Aug. 


Sailing from Mobile Sept. 


“Operating United States Government Ships’’ 
MOBILE, ALABAMA 


Our Service Backed by 18 Years’ Experience 


- 30 
10 


Waterman Steamship Corporation 
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PAPER SCALE ARGUMENTS 


The Trafic World Washington Bureau 


Arguments as to the proper adjustment of rates on printing 
paper in eastern trunk line and central freight association ter- 
ritory were heard July 17, in No. 13950, Michigan Paper Mills 
Traffic Association vs. New York Central et al., No. 14530, West 
Virginia Pulp & Paper Company vs. Baltimore & Ohio et al., 
and No. 14531,;same vs. Ann Arbor et al. F. A. Larish, D. D. 
Connell and Parker McCollester discussed the issues in the 
first mentioned case. Arthur B. Hayes for the complaint, Wilbur 
LaRoe for the International Paper Company, C. R. Hillyer for 
the Wisconsin Mills, M. M. Lorenz for the H. M. Bare Paper 
Company, W. A. Parker and W. A. Cole argued the West Vir- 
ginia complaints in which Examiner T. John Butler recom- 
mended making rates on printing paper 90 per cent of sixth 
class. 

The outstanding feature of the West Virginia cases was the 
insistence of Mr. Hayes upon the making of rates in Eastern 
Trunk Line territory and between Eastern Trunk and Central 
Freight Association on a mileage scale basis devised by C. C. 
Furgason, traffic manager of the West Virginia Pulp and Paper 
Company. That scale, Mr. Hayward said, was based upon the 
Disque scale prescribed by the Commission for use in Central 
freight association territory. He said transportation conditions 
in that territory and Eastern Trunk Line were so nearly identical 
that in the interest of the uniformity commanded by the Com- 
mission five years ago, in 53 I. C. C. 356, it should be adopted and 
applied. In that case the Commision allowed the railroads 
forty-five days from the service of the report to propose a re- 
vised schedule of rates on paper that would eliminate inequal- 
ities disclosed in that case. Nothing, Mr. Hayes said, had been 
done, and all the time since then his clients, he said, had been 
subjected to unjust discrimination which caused them to pay 
about $116,000 per year more than they would have paid had 
they been on the base basis of rates as some of their competitors, 
Admitting that in some instances the mills of the complaining 
West Virginia company had advantages over some competitors, 
Mr. Hays said the complainant was willing to take the bitter 
with the sweet so as to bring about the uniformity commanded 
by the commission in 53 I. C. C. 356. 


The carriers protested against the proposal to have rates 
made less than sixth class. They said that fifth class would be 
more nearly a proper basis. Mr. Hayes commented upon the 
dilatoriness of the railroads, as indicated by their proposal to 
allow the continuance of the unjust discriminations against the 
West Virginia company until they could agree upon a scale 
for use in Eastern Trunk Line territory. 

The Furgason basis for the making of rates, Mr. Hayes said, 
was found by taking the present sixth class rate from Hamilton, 
O., to Chicago, a distance of 261 miles. Mr. Furgason, knowing 
that the percentage increases had thrown the Disque scale out 
of proportion, figured it back to what it was when adopted by the 
Commission, and found that sixth class was 28 per cent of the 
first class rate. With those two criteria Mr. Furgason worked 
out a scale, when when applied, Mr. Hayes contended, would 
give rates from every mill in the two territories to every des- 
tination on a basis of an exact equality instead of on the present 
hodgepodge in Eastern Trunk Line. Not once, said he, since 
the Disque scale had been adopted had its reasonableness been 
challenged. He explained the application of the Furgason theory 
and scale to the Commission by means of a chart erected in the 
hearing room. The mills of the complainant, he said, were all 
in eastern trunk line territory, but that the inequalities result- 
ing from the hodgepodge in that territory had their effect at all 
the principal markets in the two territories. 

These cases were of interest because it was stated they were 
the first to make a direct attack upon the relative level of class 
rates in eastern trunk line as compared with central freight 
association territory, upon the level of the inter-territorial as 
compared with the central freight association charges, and also 
the first direct attack upon the percentage or grouping system 
of inter-territorial rates. However, the chief interest in the 
cases was in the rate scales constructed by Mr. Furgason, and 
their application. They were first presented in a hearing in 
April, 1923. At that time the carriers said they would have 
to be given time to submit the scales to their rate and scale 
experts inasmuch as the testimony was entirely new in so far as 
they had any knowledge on that point. A month later, Mr. Hayes 
said, when the hearings were resumed the railroads made no 
attack whatever upon the scales as prepared by Mr. Furgason. 

These cases were of considerable interest in view also of the 
fact that the Commission the day before announced an investiga- 
tion into the eastern class rate structure and its effect in central 
freight association and New England territories, and between 
these various territories. 

The Michigan mills case did not so much concern the 
mileage scale proposal as the West Virginia cases as specific 
adjustments. Generally speaking, all the paper manufacturers 
interested as complainants or as interveners approved the pro- 
posal to have rates adjusted in accordance with a scale. They 
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asked for the adoption of the recommendation of ninety per 


cent of sixth class as the foundation upon which to build the 
rates. 


MACARONI RATES ATTACKED 


The rate on shipments of macaroni from Chicago, Milway. 
kee, Joliet and Libertyville to various destinations in C. F. 4, 
New England, Western and Southern territories is attacked jpn 
docket 15737, Fortune Products Co. et al. against the Santa Fe 
et al., heard before Examiner Gault, at Chicago, July 21. It is 
alleged that the rates assessed are unreasonable and unduly 
preferential in comparison with the general level of rates on 
flour, semolina and cereal food products. 

William H. Tharinger, of the Tharinger Macaroni Products 
Company, Milwaukee, testified as to the manufacturing proc 
esses. He said the business was highly competitive and that he 
considered macaroni as entering into competition with the dif. 
ferent prepared and unprepared cereals as a breakfast-food, as 
well as a staple for other meals. He said it was a business in 
which the profit derived was meager, but that the financial gain 
increased as quantity production increased, unless the freight 
rates assessid were so high as to cut down the profits mate- 
rially. He said the rates desired were those applied on grain 
products and cereal foods and that he would like to have the 
carload rate on mixed carloads, since it was difficult to get the 
jobbers to handle full carloads. 

J. N. Steadwell, of the Southern Classification Committee, 
was allowed to take the stand, at this time, so that he would 
be able to leave the city the same day. He denied the con- 
parability of cereal foods with macaroni and said that, in con- 
sideration of it for classification, it was not looked on as such. 

The hearing was continued July 22. Officers and repre 
sentatives of the Q. Macaroni Company, of Joliet, the Fould’s 
Macaroni Company, the Fortune Products Company, and An- 
tonio Morici Company, were called to the stand to testify as 
to the manufacturing processes followed in making macaroni, 
vermicelli, and egg noodles, the volume of movement, the 
loading of the commodity, and as to whether or not, witha 
lower rate, business might be increased. The point of com- 
petition with cereal products was made by each of the 
witnesses and each expressed the desire to have rates apply on 
macaroni products that applied on the cereals. 

The questioning and testimony throughout the hearing had 
touched on the carload rate as applied to mixed carloads. It 
appeared that the complainant was desirous of having such rates 
apply. .On objection by L. P. Day, counsel for the defendant, 
on the ground that the formal complaint made no claim for a 
rate on moved carloads and because it broadened the issues, Ex- 
aminer Gault ruled that question was not in issue. 

A. F. Coyne, for the complainant, entered various rate ex- 
hibits making comparisons of the values, earnings, and rates 
on macaroni and cereal products, tending to show a better 
return from macaroni than from the compared commodities. He 
said many of the cereal products listed under the heading in 
the classification were no more to be compared with others than 
the most differing sort of commodity. He claimed that macaroni 
in its origin, preparation, and usage was strictly comparable to 

cereal products. 

What the macaroni shippers really wanted, he said, was 4 
commodity rate, but he emphasized the fact that he was not 
attacking the classification rating, and said the rate might be 
made in relation to the classification, but that macaroni and 
its products should be given commodity rates. 

Because Examiner Gault had to go to Milwaukee for a hear- 
ing, July 23, the completion of the case was held over until a 
hearing, at a later date, can be set. 


RATES ON GRANITE MONUMENTS 


The tariff description of granite monuments and the rate 
assessed on 29 carloads, moving from points in Vermont to 
Chicago and other destinations in Illinois and Indiana, }s 
alleged to be improper, in Docket 15689. Heller Bros. et 4l. 
against the Director-General, heard before Examiner Gault, al 
Chicago, July 21. 

S. E. Slania, for the complainant, said the description 
was at fault, because it did not make the distinction betwee? 
the finished monuments and the parts already ror setting uD, 
but not assembled. The rate on the different granites in their 
various stages of completion was lower than the assembled 
monument, he said, and it was his contention that the lower 
rate should have been assessed on the shipments involved. 

M. G. de Quevede, for the Director-General, brought out the 
fact that of the 29 cars involved, sixteen moved under billing 
descriptions as granite monuments. He said it was incon 
ceivable to him that the shippers could have billed them 12 
that manner when it meant -a higher rate. if there was 4 
possibility of billing them as granite, dressed, polished, finished, 
ete. He said, the exceptions to the tariff descriptions made 
it possible to ship any parts of monuments at a lower rate 
than the monument assembled. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. 


A” 


St. Paul 
Aad 


Minneapolis 


15 Moore St. 
New York City 





_ udingtén We (3 
6) 


or a $7 ore 


Milwaukee I 


Kansas = 
DoD ndianapolis 
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74 a 


THE TRAFFIC WORLD 195 


New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
July 19 July 23 July 26 
July 24 July 31 Aug. 1 
Aug. 2 Aug. 9 Aug. 11 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 


SANTA OLIVIA Aug. 19 Aug. 21 
THEREAFTER EVERY WEEK 
*Calling at a Jose de Guatemala, La Libertad, 
Corinto, — > > accra Baltimore (East- 
bound. Norfolk and New Y. 
FARES, to Los Angeles or San ell FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco July 26 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bidg., Loe Angele s, Calif. 








 perlin wn Prrrrtone 
4 Berlin N.H. 
aa, Albany 
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Boston 






New York 
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AS Baltimore 





Five Railroad Lines Out of Monroe 


We ship out of Monroe over five different Rail- 
toads, including four Trunk Lines having direct 


Corrugated, Solid Fibre 


CONSOLIDATED PAPER COMPANY 


routes and train service schedules to all principal 
cities in the east and middle west. 


Write Dept. “‘T’’ for 


and Folding Paper Boxes Complete Information 
,BALTIMORE BUFFALO MONROE, MICHIGAN INDIANAPOLIS NEW YORK 
Garrett 5 Bidg. 811 White Bldg. Breaeh Saleoe Othiece 508 Fidelity Trust Bidg. 39 Cortlandt Street 
T 


80 B CHICAGO 
oylston Street 462 Wrigley Bidg. 


CLEVELAND-—R-808 Prospect 4th Bldg. 


KANSAS CITY PITTSBURGH 
1401 E. 76th St. Terrace 1107-8-9 Keystone Bidg. 
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FRUIT AND VEGETABLE SHIPMENTS 


“It was another week of heavy supply and low prices for 
vegetables and fruits. But lighter shipments in some lines 
indicated coming relief. In leading shipping sections, potatoes 
were selling at $1.75 per barrel, peaches 85 cents per bushel, 
cantaloupes 75 cents per crate and large melons averaged about 
10 cents each by the carload,” says the Bureau of Agricultural 
Economics in its weekly review as to fruit and vegetable ship- 
ments and market conditions. ‘Most prices in the city markets 
were not high. Apples ranged from $1-2 per bushel, cabbage 
fifty cents to $1.50 per barrel, lettuce fifty cents to $1.50 per 
crate, onions $1-2 per bushel. A few distant or out-of-the-season 
products made higher quotations, like Jersey tomatoes, $4-5.50 
per five-eights crate, California lettuce $4-8 per crate, Virginia 
Newtown Pippins $5-6 per barrel. The great bulk of the truck 
crops have been selling low because the late season bunched 
together shipments from many regions and overloaded the 
markets.” 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 


have been made for one or more of the states in that group. 
Total Total 
July July July this last Total 
13-19 6-12 15-21 season to season to last 
1924 1924 1923 July19 July 21 Season 
Apples— 
| A erent 2 592 388 963 1332 2294 138631 
Cabbage— 
_. .. ee Siccn ee *327 136 *17444 13335 37247 
Cantaloupes— 
WE ‘cecvcwtssc vases 2244 %2339 1170 19220 15125 25877 
Cherries— 
EES paaue wielded ne aes 113 *150 249 *1674 2148 2481 
Cucumbers— 
MEE “onedievecedewes 256 *519 381 *5496 4726 *5692 
Grapes— 
EEE “SOs dsesaeeevees 233 93 91 326 288 65360 
—- 
MS an male asivaamear aaeve 10909 7160 8194 
Mixed Deciduous Fruits— 
, Oe eee 382 *306 620 *2115 4089 9066 
Mixed Vegetables— 
(Jan.1-Dec. 31)— 
ae eee 494 *485 604 *16399 13347 *23803 
Onions— 
.. . RAS eee rr 604 *427 391 *6§232 5159 *29483 
Oranges— 
So ER ee eee 746 610 1018 *68973 62433 68406 
Lettuce— 
EE de daeecawe oan 499 319 567 *22798 20261 27714 
Peaches— 
ere 2613 *3129 2987 *8559 8019 33512 
Pears— 
SE Eee eee 563 495 1187 1592 2806 18460 
Plums and Prunes— 
_ | See eee 141 164 174 1101 1943 6783 
Strawberries— 
_—__ yee oe Pee 100 *225 21 *18427 17770 17907 
Sweet Potatoes— 
. _. . Serr 101 41 78 142 93 *13935 
Tomatoes— 
eer 385 *680 385 *15812 14686 24116 
Watermelons— 
Sere 6060 7809 3677 24289 17732 33010 
Potatoes— 
TM witinédi eal maibeentars 5700 *6875 4417 *42883 33443 *241089 


Tot 
sunchuhes all delayed and corrected reports received to date. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period, 
July 1-7, inclusive was 355,720, compared with 356,389 in the 
preceding period, while the average daily shortage was 58 com- 
pared with 98 cars in the preceding period, according to the 
car service division of the American Railway Association. 

The surplus was made up as follows: Box, 129,545; ven- 
tilated box, 162; automobile and furniture cars, 16,913; total 
box, 146,620; flat cars, 5,612; gondolas, 77,445; hoppers, 92,252; 
total coal, 169,697; coke, 3,569; single deck stock cars, 13,293; 
double deck, 2,804; refrigerators, 12,991; tankers, 133; miscel- 
laneous, 1,001; total 355,720. 

The shortage was made up of 20 flats; 
double decks; and 25 refrigerators; total 58. 

The Canadian roads reported a surplus of: Box, 20,200; 
automobile, 925; total box, 21,125; flat cars, 175; gondolas, 200; 
total coal, 200; single decks, 1,600; refrigerators, 850; total sur- 
plus 23,950 and no shortage. 


LUMBER SHIPMENTS 


Improving agricultural conditions are credited, in reports 
to the National Lumber Manufacturers’ Association, on con- 
ditions in the week ended July 19, as partly the cause of an 
expansion of the lumber business in that week. The reports 
come from 357 of the larger commercial sawmills of the country. 
Production, shipments, and current orders (new business) in- 
creased very substantially over those of the preceding week, 
while new business was actually considerably larger than in the 
corresponding week of 1923. Production and shipments for last 
week declined as compared with the corresponding period of 
1923, especially production. 


4 single decks; 9 
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Of the reporting mills, 333 have a total normal production fo; 
the week of 215,557,350 feet, according to which actual produc. 
tion last week was 86 per cent of normal production, shipment; 
94, and orders (new business) 99 per cent thereof. 

For all the comparably reporting mills shipments last wee, 
were 108 per cent and orders 111 per cent of actual productiop, 
For the Southern Pine mills these percentages were 111 an 
119 respectively; and for the West Coast mills 124 and 128, 

The unfilled orders of 244 Southern Pine and West Coast 
mills were 464,736,373 feet, as against 456,318,509 for 246 mills 
the week before. Seperately, 127 Southern Pine mills had y. 
filled orders of 220,720,500 feet, as against 215,593,950 for 127 
mills a week earlier. Similarly, 117 West Coast mills had uw. 
filled orders of 244,015,873 feet last week as against 240,724,559 
feet for 119 mills the week before. 

The following table compares the national lumber move 
ment as reflected by the reporting mills of seven regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk, 


Past Week Week, 1923 1924 (Revised) 
IS PSS acraleie' ns aso)oiw e osreioraee 357 399 368 
fe ee 201,202,520 260,899,556 188,676,157 
| errr 216,451,307 228,080,807 183,903,462 
Orders (new business). 223,853,173 208,027,645 204,263,276 


The following figures compare the reported lumber move 
ment as reflected by the same group of mills as above for the 
first twenty-nine weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
PIE: -© talarnaieiciei nies ewiewenon 6,696,627,650. 6,604,664,750 6,262,574,552 
MNS Saterncnaci on sskdisceee 6,809,477,635 7,114,102,859 


6,638,773, 231 


509,438,109 376,198, 679 
The mills of the California White and Sugar Pine Associ: 
ation, make weekly reports but they are not comparable in 
respect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. 
Fourteen of these mills reported a cut of 17,032,000 feet last 
week, shipments of 12,362,000, and orders 14,429,000. The re- 


ported cut represents 37 per cent of the total of the Caii- 
fornia Pine region. 


CONDITION OF CARS 


Freight cars in need of repair on July 1 totaled 194,869 or 8.5 
per cent of the number on line, according to reports filed by the 
carriers with the Car Service Division of the American Railway 
Association. This was an increase of 2,398 over the number 
reported on June 15th, at which time there were 192,471 or 85 
per cent. Of the total number, freight cars in need of heavy 
repair totaled 144,912 or 6.3 per cent, an increase of 2,0029 com. 
pared with the number on June 15th. Reports showed 49,957 
or 2.2 per cent in need of light repair, ar increase since June 
15th of 369. 


CONDITION OF LOCOMOTIVES 


In anticipation of a heavy fall freight traffic due to the 
seasonal increase in the movement of crops and fuel, Class One 
railroads on July 1st had 7,117 serviceable locomotives in storage 
and in readiness for this increased demand for motive power, 
according to reports filed by the carriers with the car service 
division of the American Railway Association. 

This was an increase of 206 over the number reported it 
storage on June 15th and was the largest number of serviceable 
locomotives the railroads have had in storage at any one time 
since May 15th, 1922, when 7,366 were reported. 

Locomotives in need of repair on July 1st totaled 11,034 or 
17,1 per cent of the number on line. 

This was a decrease of 419 locomotives compared with the 
number in need of repair on June 15th, at which time there 
were 11,453 or 17.8 per cent. 

Of the total number, 6,035 or 9.4 per cent of the number ol 
line were in need of classified repairs, a decrease of 298 com: 
pared with the number in need of such repair on June 15th, 
at which time there were 6,333 or 9.8 per cent. Reports als0 
showed 4,999 or 7.7 per cent in need of running repairs, 4 
decrease of 121 compared with June 15th. 

During the last half of June 25,791 locomotives were repaired 


and turned out of the shops compared with 24,898 during the 
first half of June. 


INTERLOCKING DIRECTORATES, ETC. 


Vernon C. Williams has been authorized to hold the posi: 
tion of assistant freight manager with the Pennsylvania Rail- 
road Company, Ohio River & Western Railway Company and 
Waynesburg & Washington Railroad Company in addition to 
holding a directorship with the Akron & Barberton Belt Rail 
road Company and numerous other lines. 

Robert A. Cook has been authorized to hold the positions of 
chief engineer of the Chicago & Alton Railroad Company ané 
director of the Joliet Union Depot Company in addition to direc 
torships with Chicago & Alton Railroad Company and others. 
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rwomens = [inois Central 


Ww, ff WO i 
; Introduces another innovation in railroad cars, this 


== “ian ee 
time giving women a measure of travel comfort 


an ar 
decidedly out of the ordinary. 








This charming car is as comfortably and tastefully 
furnished as a luxurious sun parlor—not at all like 


conventional railroad furniture. Here women enjoy 
full Club privileges. 


In addition to complete dining car service, afternoon 
tea is served in the Lounge after 2:00 p. m. 


Adjoining the women’s lounge is a finely appointed 
Club Section for Men, the only Club Car on a 


The pone Women’s car to be found wt daylight train to St. Louis. This train also carries 
drawing-room and observation parlor cars—dining 
I ntroducing car, chair car and coaches. 


The Library- Loun ge Car Leave Chicago 10:00 a.m. Arrive St. Louis 5:43 p.m. 


For fares, reservations and Library-Lounge booklet, ask 
J. V. LANIGAN, General Passenger Agent 


DAYLIGHT SPECIAL Room 502, Central Station, Chicago ia 


on the 





MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Your warehousing and distribution 


M r. M anufi acturer:- problems made easy in our Warehouses 
MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices:—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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PRESCRIBED RATES TOO HIGH 


The Traffic World Washington Bureau 


In their brief in No. 13472, United Paperboard Company, 
Inc., vs. Gerenwich & Johnsonville, et al. J. T. Scatt, traffic man- 
ager, and Isaac Born, attorney for the complainant, do not men- 
tion the allegation of confiscation set forth by attorneys for 
the Delaware & Hudson, and its subsidiary, the principal. de- 
fendant, (See Traffic World, July 12, p. 90). On the contrary, 
they devote themselves to a consideration of the rates. Their 
major conclusion respecting the rates prescribed by the Com- 
mission was that they were too high, and that reasonable rates 
for the Commission to have found would have been those for 
which they asked in their complaint, namely $2 from March 1 
to August 25, 1920; $2.80 from that time to June 30, 1922 and 
$2.52 since July 1, 1922. 

The financial phase of the subject, however, was not ignored. 
They said that the statements contained in defendants’ exhibits 
No. 37 to 40 of the financial operations of these companies for 
the past four years and per cent earned on total property de- 
voted to public use, had no weight and should not be con- 
sidered. They said the statements should not be considered 
because the evidence was not applied to the specific rates in 
question, and because in the Anthracite Investigation, pp. 267-269, 
the Commission considered these statements as more or less 
unreliable and because, in Phelps Dodge Corporation vs. Direc- 
tor-General, 57 I. C. C. 714, 718, the Commission said “it is well 
established that the unfavorable financial condition of a de- 
fendant cannot be lawfully remedied by the imposition of un- 
reasonable rates.” They further said that that kind of evidence 
called for further evidence as to dividends. No further evidence 
was adduced at the hearing, they said, but that it appeared that 
from 1920 to and including the middle of 1923, the Delaware & 
Hudson “declared its usual 9 per cent dividend” citing the Com- 
mission to Moody’s Analysis of Investments, 1923, p. 216. 

“Having shown that the foregoing points are without 
merit” said Messrs. Schatt and Born, “we will now consider 
the rates themselves.” Before taking up the specific rates, the 
attorneys said the rates’ attacked were single and not multiple 
line rates, thereby controverting the contention of the railroads. 
They said that at the original hearing and on re-hearing the 
defendants urged that the transportation between Mechanicville 
and Johnsonville was over the line of another carrier, the 
Boston & Maine, and from Johnsonville to Thomson, the latter 
the point where the plant of the complainant is situated, over 
the Greenwich & Johnsonville, or that the entire movement was 
over three carriers. But, said the representatives of the com- 
plainant, the Delaware & Hudson operated over the Boston & 
Maine from Mechanicville to Johnsonville under a _ trackage 
agreement, and that the effect of that arrangement was to make 
that part of the Boston & Maine a part of the Delaware & 
Hudson. They cited Commercial Club of Superior vs. Great 
Northern, 24 I. C. C. 96, Dixie Cotton Oil Co. vs. St. L. ete., 27 
I. C. C. 295, and Benton C. M. Co. vs. C. B. & Q. 68 I. 
C. C. 396 in support thereof. 


A point made in behalf of the complainant was that the 
defendants gave a practical construction to these rates as local 
rates, for the ordere in the Anthracite Investigation was confined 
to local rates of the principal anthracite originating roads; and 
defendants reduced the rates on domestic sizes 10 and 14 cents 
to G. & J. points, and added 16 cents to the rate on the smaller 
sizes and while, on the whole, no reduction at all, it was an 
admission that the rates to Thomas are local rates.” 


As to why the prescribed rates are deemed higher than 
reasonable, the brief says they are higher than those to defend- 
ants’ branch line points such as Glenns Falls, Lake George, 
Corinth, Hadley, Warrensburg, and to multiple line points such 
as Saratoga Springs, Lansingsburgh, Whippany, N. J., Retsof, 
Mt. Morris, Danville, West Point, Arcade and Buffalo. 

Not only does the complainant believe the rates prescribed 
as reasonable to be too high but it believes the Commission 
should require the lower rates mentioned to be prescribed and 
reparation awarded thru basis. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Missouri Pacific to 
issue $12,000,000 of three-year 5 per cent secured gold notes, 
to be sold at not less than 97.5 per cent of par and accrued 
interest, and to pledge as collateral security for the notes 
$15,500,000 of first and refunding mortgage 6 per cent bonds, 
series D. 

It has also authorized the Missouri Pacific to procure the 
authentication and delivery of $23,810,000 of firsts and re- 
funding mortgage 6 per cent bonds, Series D, and to pledge 
and repledge until June 30, 1926, $8,310,000 thereof as col- 
lateral security for any note or notes which the applicant may 
issue within the limitations of paragraph (9) of section 20a. 

The Commission has authorized the Missouri-Kansas-Texas 
to issue $4,750,000 of six per cent secured gold notes and pledge 
as security therefor $6,100,000 of prior lien bonds. 

The Commission has authorized the Chicago, Burlington & 
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Quincy and the Deadwood Central to abandon, as to interstate 
commerce, a line of railroad in Lawrence county, South Dakota. 

The Mountain States Telephone & Telegraph Company has 
been authorized, by the Commission, to acquire the properties 
of the Eastern Utah Telephone Company. 

The Commission has authorized the Chicago, Rock Island & 
Pacific to pledge and re-pledge, from time to time, to Decem. 
ber 31, 1926 all or any part of $7,934,000 of first and refunding 
mortgage 4 per cent bonds as collateral security for any note 
or notes which the applicant may issue within the limitations 
of paragraph (9) of section 20a. 

The Pearl River Valley Railroad Company has been author. 
ized to issue $40,000 of unsecured promissory notes in renewal 
of outstanding notes and or not exceeding $40,000 of unsecured 
promissory notes to be sold at not less than par. 


FINANCE APPLICATIONS 


The Owensboro, Rockport & Chicago Railway Company has 
applied to the Commission for permission to construct a rail- 
road from Owensboro, Ky., to Rockport, Ind., including a 
bridge spanning the Ohio river, midway between the two 
termini. The road proposed would be 84 miles long. The ap- 
plicant says it is not affiliated with any operating or non-operat- 
ing railroad company. It asks to be allowed to retain excess 
earnings. 

Application for a certificate permitting it to abandon a 
branch line, has been made by the Chicago, Milwaukee & St. 
Paul. It desires to abandon the branch from Babcock, Wis., on 
the Wisconsin valley division, to Tomah, on the La Crosse 
division, 27.96 miles long. Its desire to abandon arises 
from the fact that the branch does not earn revenue 
enough to pay the cost of operation and maintenance. The 
revenue, in 1913, it said, was $6,765.25 and operating ex- 
penses $17,224.11. The applicant says that the advent of the 
automobile and the good road, together with the nearness of 
the branch to other railroads, made it obvious that the branch 
could not be made to pay. 

The Bell Telephone Company of Pennsylvania and the 
Lehigh Telephone Company have applied to the Commission for 
approval of a contract under the terms of which they buy 
physicial properties from each other. The Bell proposes to 
sell to the Lehigh property at $4,227,100, and the Lehigh pro- 
poses to sell some of its property to the Bell for $1,830,000. 
The companies said that the sales were pr6posed in the interest 
of economic operation and the prevention of wasteful competition. 

The St. Louis, Brownsville & Mexico has applied for a 
certificate of public convenience and necessity for the con- 
struction of a branch line about 28 miles long from Lyford, 
Willacy county, Tex., to Edinburg, Hidalgo county, Tex. The 
applicant says the territory to be covered by the branch is 
devoted to agriculture, the principal tonnage consisting of Ccar- 
rots, onions and beets, and that the branch will afford, to 
producing shippers, a shorter and more convenient haul, which 
is especially desirable in the case of perishables. 

The San Benito & Rio Grande Valley has applied for a 
certificate of public convenience and necessity authorizing it to 
extend its line in Hidalgo county, Texas, along the Rio Grande 
for a distance of about 30 miles to Sammons, the present end 
of the line from Sammons through Mission to Monte Christo. 
The territory to be served is a vegetable producing district. 
The extension, the applicant said, would connect isolated pieces 
of railroad, permitting through movement of business and per- 
mitting a more economical operation of the present detached 
sections of the company’s line. 


LABOR BOARD HEARING 


The Railroad Labor Board, July 25, ruled against the state- 
ment of their position made by the employes’ representatives 
presented at the previous day’s hearing of the dispute between 
the engineers and firemen and 85 per cent of the western rail- 
roads. The statement contended that the board had no right 
to step in and take jurisdiction of its own initiative and main- 
tained that there was no dispute. 

Chairman Hooper, at the beginning of the second day’s 
hearing, following an executive session of the board, read its 
descision in the matter, which said, in part, that the transpor- 
tation act provides that the board might hold hearings on its 
own motion if it was of the opinion that the dispute was likely 
substantially to interrupt commerce. It stated that a dispute 
was evident and that the decision as to its seriousness was 
vested in the board. Regarding the contention of counsel for 
the men that the board had no right to summon witnesses, 
reference was made to section 310, of the act, and emphasis 
laid on the part which says that no person shall be excused 
from appearing, testifying, and producing documents on the 
ground that by so doing he may be incriminated. 

Chairman Hooper also read a brief statement in answer 
to the charges of his not being impartial made by Donald 
Richberg. In part it said: 





The chairman of the board personally would feel very greatly 
aggrieved if he thought that well-informed railway employes sub- 
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14 Buildings in Downtown Wholesale Disteict for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 
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MISSISSIPPI River 


CHICAGO Anp NORTH 
Ds Sm,” 'ER 
&, N 


SECURITY WAREHOUSE CO., MINNEAPOLIS 


Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
between the following rail- 
roads: 





Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, ® 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 






























































































Peoria and Pekin Union Railway 











ae Satee Svem. Raitroed Company has unexcelled ge 
Peoria & Pekin Union Railway Company. nneapolis 8 road Company for carrying on local and indus- 
Atchison, Topeka & Santa Fe Railway Company. New York, Chicago & St. L. RB. R. Co, (L. B. & W. Dist.). trial traffic at and between Pe- 
’ Chicago & Alton Railroad Company. Pennsylvania Railroad. orian, and Pekia, Dl. and aerves 
Chicago & Northwestern Railway Company Peoria Railway Terminal kin, Iil., 
Chicago, Burlington & Quincy Railroad Company. Toledo, Peoria & Western Railroad. efficiently all industries located upon 
Chicago, Peoria & St. Louis Railroad —— its rails. Peoria freight rates ap- 
Chicago, Rock Island & Pacific Railway Compa’ Freight Rates on through traffic via other gateways between ply to and from all industries in 
Cleveland, Cincinnati, ~ gy 2 Louis Railway Co. Eastern and Western Railroads equalize via Peoria, Illi- the Peoria-Pekin Switching Dis- 
Illinois Central Railroad nois, gateway. 


trict. 


PEORIA & PEKIN UNION RAITWAY G 


INQUIRIES SOLICITED UNION STATION ~ PEORIA, /LL; 















200 


scribed to the attack made by Mr. Richberg in this case on his fair- 
ness and impartiality as a sworn public official. 
board ostensibly to present for witnesses their reasons for not at- 
tending counsel does the obviously improper and impertinent thing 
of assigning as one of the alleged reasons that the chairman is 
biased toward one of the parties. This contention might reasonably 
and properly be raised by a party, but not by a witness. 


Mr. Hooper said that, as for the views attacked by counsel, 
they had been expressed a year and a half ago, but that he saw 
no reason for modifying them, and his position in the matter 
did not hinder him in acting as an impartial chairman of the 
board. He pointed out that the record of his work on the 
board had never been attacked. 

Following the reading of statements by Chairman Hooper, 
he announced that the formal hearing would begin. Mr. Rich- 
berg, however, requested time for a brief conference. The 
privilege was accorded him and the organization officials de- 
parted. 


After the men had been out for over two hours, Mr. Rich- 
berg said that it was not their intention to return. Although 
the board has not yet been made aware of Mr. Richberg’s 
statement, it had been said by the members that it would be 
surprising if the employes’ representatives came back. Chair- 
man Hooper said that, in event of the failure of the witnesses 
to appear, contempt proceedings would be started immediately 
in the U. S. District Court. 

Concluding an explanation of why representatives of the 
employees refused to appear and of their position with respect 
to the hearing by the Railroad Labor Board of the dispute be- 
tween the engineers’ and fireman’s organizations and the western 
railroads, Donald Righberg, appearing as counsel for the men at 
the Labor Board hearing, July 24, stepped out of his legal role 
for a2 moment and made a statement to the effect that, if the 
conference committee of managers was the duly authorized 
authority of the roads to act, it would seem that there was little 
reason why the men and the carriers should not get together. It 
had been made clear that the conference committee represented 
the roads by powers of attorney. Although he immediately quali- 
fied his statement by saying that he might have spoken in the 
guise of other than legal representative and that he was only 
authorized to speak as counsel, Chairman Ben Hooper seized on 
the suggestion and said that, since Mr. Richberg stated that all 
the chairmen upon whom the board had served summons were 
in Chicago, it would be well for them to consider over night 
and report the next day their position on the question of 
whether or not they were willing to resume negotiations with 
the conference of managers, now that the latter were known 
to represent all the carriers involved. 

Chairman Hooper announced that the board would hold an 
executive session to consider the statement of the employees’ 
position with respect to the board’s having taken jurisdiction 
of the case, which Mr. Richberg introduced in outline form 
and then supplemented in an emphatic manner, using illustra- 
tions which couid leave no doubt as to the attitude of the 
employees. The statement follows: 


The representatives of the employes have declined to appear and 
testify in this proceeding on the ground that the board is acting 
illegally in attempting to hold a hearing for the following reasons: 

1. The western railroads, with whom the engineers and firemen 
had sought conferences on individual roads, asked the representatives 
of the employes to meet with a conference committee of managers. 
The employes did so and learned that the conference committee 
of managers had no authority to settle the disputes, but were merely 
seeking to obtain concessions and then refer the employes back 
to the individual roads. As a result, the group conference was un- 
successful, but when the employes attempted to resume individual 
negotiations, the Labor Board injected itself into the controversy 
and sought to compel the submission of all the disputes to the board. 

@ 2. The employes insist that the board cannot deprive them 
of their constitutional right of liberty of contract and their recog- 
nized legal right of collective bargaining and that the interference 
of the board is unlawful and in aid of the railroad program to 
delay negotiations. 

3. The Labor Board is seeking to force the employes to become 
parties in the present hearing, through the device of summoning them 
to appear as witnesses “in behalf of the employes.’’ The Labor 
Board has no more power than a court to select witnesses for parties 
and has no power to force either railroads or employes to hecome 
parties to proceedings before the board. 

4. The employes refuse to submit their controversies to the so- 
called decision of the board, not only because the action of the board 
is premature, but also because the board is not an impartial 
tribunal. The chairman has repeatedly and gratuitously made public 


attacks upon the representatives of the employes and upon the - 


policies of their organizations and has disqualified himself from 
acting as an arbitrator. The cost of submitting controversies to the 
board is very large; a decision of the board is not binding; the board 
itself is biased; and the employes have the right (recently announced 
by the U. S. Circuit Court of Appeals in Pennsylvania) to refuse 
to contest a matter before the Labor Board. Therefore, the attempt 
of the board by indirect means to compel them to submit a con- 
troversy to the board is an unlawful abuse of the powers of the 
board and a violation of the constitutional rights of the employes 
and of their representatives, 

The position taken by the representatives of the employes is 
set forth in a formal statement to the board, signed by each person 
summoned. 

_ Through their counsel, the representatives of the employes of each 
railroad system again make a request to each carrier for a con- 
ference, as provided in the transportation act, with representatives 
of the carrier who are authorized to decide the dispute. Up to 
date the carriers have refused to hold such conferences and in so 
doing are violating the requirements of the transportation act. 
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In Order No. 1, the Labor Board itself has announced that it cannot 
and will not hear the application of parties acting in disregard of 
the law. The plain duty of the board is to annul its order assuming 
jurisdiction and to direct the individual carriers to hold legal cop. 
ferences with representatives of their employes. 


Complementing the outline, counsel said that the jurisdictioy 
taken did not conform with the rights of taking jurisdictiop 
under the law, for that could be done only when there was a 
dispute, and it was his contention that, in the present instance, 
there was no dispute. He said the men were willing anq 
wanted to deal with the roads individually and that the trang. 
portation act provided that right, but said nothing about having 
to settle with a group representing a large number of roads, 
He contended that the board was empowered to take jurisdiction 
only between the men and an individual carrier. 

In the matter of summoning witnesses, he said the action 
of the board was contrary to all law; that if the law did any. 
thing it gave an individual the right to conduct his own cage 
and present his own witnesses. It did not give such a tribunal 
as the board the right to compel witness to appear and be 
made party to a hearing if they did not so desire. 

He said it was the duty of the individual roads, when 
asked for a conference, to hold one, and that it was also 
the duty of the boards to keep its hands off, so as not to impede 
-a settlement. 

When Chairman Hooper heard his statement as to the in- 
partiality of the board, he questioned counsel as to just who 
was meant beside the chairman. He then invited Mr. Richberg 
to show, as a part of the record, where he (Mr. Hooper) had 
ever said anything publicly, on a matter under dispute, that 
was impartial. Counsel cited a speech made at Nashville, Tenn., 
in February, 1923 and another in Chicago, in December, 1922. 
Mr. Hooper pointed out that he had made those speeches as 
a private citizen, and that it did not hinder his impartiality 
when acting on the board. 

Mr. Richberg: “I don’t think the chairman of this body 
would care to present a commercial case to a judge who had 
at some previous time called him a socialist and a destroyer 
of property.” 

Chairman Hooper: “Mr. Richberg, if I thought that I 
couldn’t present any case before you and get a fair and just 
consideration, regardless of your social and political convictions, 
I wouldn’t be fit to sit on this board.” 

The informal hearing ended after Mr. Richberg had again 
made the statement that appeared to commit the men to a posi- 
tion where they would appear ready to meet with the con- 
ference committee, and then explained that he was only speak- 
ing as counsel and that whatever he said outside the province 
of such office must not be considered, and after Chairman 


Hooper had taken up his suggestion and set a further hearing 
for July 25. 


RM COAST REGIONAL BOARD \ \ 


Th acific Coast Regional Advisory Board, the eleventh of 
the shippers regional advisory boards in the country, was or- 
ganized, at San Francisco, daly The new board will have 
jurisdiction over California, Nevada, Oregon (that portion of 
the S. P., Ashland and south, Kirk and south), Arizona (except 
the main line and branches of the E. P. & S. W.) and New 
Mexico (north of but not including main line and branches of 
the E. P. & S. W., El Paso to Arizona stateline; west of but 
not including the line of the Santa Fe from El Paso through 
Albuquerque to Santa Fe and west of the D. &.R. G. from Santa 
Fe to the Colorado state line). 

There were thirty-seven commodity committees formed and 
their officers appointed at fhe meeting. General officers of the 
board elected were: Chairman, Charles E. Virden, packer and 
fruit shipper, San Francisco; vice-chairman, F. P. Gregson, 
manager of the Associated Jobbers of Los Angeles; and secre 
tary, Norman H. Sloane, manager of the California Development 
Association. 


Messages of congratulation were received at the meeting 
from President William Sproule, of the Southern Pacific and 
Edward Chambers, vice-president of the Santa Fe. A. JyCounty, 
vice-president of the Pennsylvania, spoke briefly. 


ZA montana REGIONAL BOARD 
The ntana division of the Northwest Regional Advisory 


Board was organized at Billings, Mont., Because 
of the distance from the central point of the Northwest region 
and because of the large part of the territory covered by Mon- 
tana, it was thought advisable to organize a special state unit. 
Officers of the Montana division are: Chairman, F. B. Connelly, 
Billings; vice-chairman, W. G. Kirkpatrick, Great Falls, and 
secretary, T. P. Clemlow, Billings. 


TEXAS TRAFFIC LEAGUE 


The Texas Industrial Traffic League held its annual meeting 
at Galveston, July 5. Officers elected are: President, L. M 
Hogsett, Houston; first vice-president, A. L. Reed, Dallas; sec 
-ond vice-president, H. C. Eargle, Beaumont; third vice.president, 
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FISK 


TRUCK CORD 
TIRES 









A New Period 


of Tire Economy 


Tire economy to the Fisk Rubber Company means not 
only giving the greatest number of miles for every tire 
dollar, but giving this mileage with fewest delays—with 
greatest cushioning protection for the truck and with 
maximum traction on any roadbed. 























Fisk Truck Cords actually bring this true tire economy. 
A deeper, tougher tread supported by a scientifically 
balanced carcass is responsible for this longer, trouble-free 
mileage. The specially resilient rubber provides greater 
cushioning for the truck against the pounding of the 
road. And the exclusive Fisk non-skid Button Tread 
means positive traction regardless of 
road conditions. 


A Fisk on one wheel will convince you. 


Fisk also makes Solid Tires designed for 
every type of heavy work. 





The Fisk Tire Company, Inc. 


Chicopee Falls, Mass. 
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NEWPORT NEWS, 
VIRGINIA 


The inauguration of Philadelphia & Norfolk Steamship 
Company service between Philadelphia and Newport 
News, effective June 20th, tri-weekly sailings, now fully 
completes the restoration of Kanawha Dispatch pre-war 
differential service, as follows: 


Merchants & Miners Transportation Co., between 
Boston and Providence and Newport News. 


Old Dominion Steamship Co., between New York | 
and Newport News. 


Philadelphia & Norfolk Steamship Co., between 
Philadelphia and Newport News. 


Chesapeake Steamship Co., between Baltimore 
and West Point, Va. (Southern Railway to 
Richmond.) 


Richmond-New York Steamship Co. 


Daily Through Package Cars are Made 


From 
Newport News 
To 
Lynchburg, Va. C&O 1st morning 
Charlottesville, Va. * “6 = 
Clifton Forge, Va. 2 * m 
Charleston, wWw.va. “ _— 
Huntington, W.Va * ” si 
Ashland, Ky. a " 
Lexington, Ky. ” as 
Cincinnati, O. “ . 8 
Indianapolis, Ind. “ Big Four S3rd@W_— s “* 
Chicago, Til. se = si 
Louisville, Ky. wi = ‘cd 
Evansville, Ind. “« Sou. ” sg 
Evansville, Ind. “« LH&StL o ss 
Owensboro, Ky. “ LH&stL we ° 
St. Louis, Mo. “« Sou. ad 
St. Louis, Mo. “ Big Four - 
Oelwein, Ta. “« CGW - 4 
Kansas City, Mo. “«  Sou-RI 5th “ 
Denver, Colo. “« CB&Q Th < 


Baltimore freight will be handled in this service from 
Richmond, Va. 


In pre-war days the Kanawha Dispatch was an exceed- 
ingly popular route with shippers, and the restoration of 
dependable service in C. & O. manifest trains with Pass- 
ing Report information will be of considerable interest to 
the shipping public at this time. 


ADDRESS 


Newport News Chamber of Commerce 


R. H. VAUGHAN, Ass’t General Freight Agent in charge 
of Through Traffic, C. & O. Ry. 

Cincinnati, Ohio 

JAS. HARRIS, General Eastern Agent, C. & O. Ry. Co. 
299 Broadway, New York City 

O. N. SEELY, New England Agent, C. & O. Ry. Co. 
Boston, Mass. 

O. W. HARRIS, Commercial Agent, C. & O. Ry. Co. 
Philadelphia, Penna. 

W. L. DIVINE, Foreign Freight Agent, C. & O. Ry. Co. 

299 Broadway, New York City 

Also Newport News, Va. 
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E. P. Byars, Fort Worth; secretary-treasurer, F. A. Leffingwell, 
Dallas. Seventeen commodity, organization and industrial com- 
mittees were appointed at the meeting. A bulletin issued after 
the meeting emphasized the importance of the Texas grain 
cases, dockets 12244 and 12518, and warned against any belief 
that the Commission’s denial of reductions in the Kansas City 
grain case would have a bearing on the Texas cases. Qther 
cases called to attention were the southwestern rates case, the 
one involving minimum weights on hay, and the withdrawal of 


the cases in which were prepared readjustments on stone and 
related articles between points in Texas. 


ELECTRIFICATION IN JAPAN 


At a recent Imperial Government Railway conference held 
in Tokyo a program was approved for the electrification of the 
Tokaido Railway Line between Tokyo and Akashi, advices to the 
Department of Commerce from Assistant Trade Commissioner 
Phillips, Tokyo, states. 

The money for electrification work was appropriated some 
time ago and the recent conference had for consideration only 
the development of a definite program. 

The work under consideration at the present time consists 
of the portion of the Tokaido Line extending from Numazu to 
Akashi, a distance of approximately 300 miles. This work, not 
including the cost of locomotives, is estimated to require the 
expenditure of about Y21,983,000 (approximately $10,700,000). 

In addition to the electrification of the Tokaido Line, the 
Railway Department has already prepared tentative plans for 
electrifying both the Central and the Northern Lines. 

While the foreign electric locomotives have so far domi- 
nated the field, at least one Japanese company is active in com- 
peting for this particular. class of business. A trial locomotive 
has recently been completed and tested by the Hidachi Engi- 
neering Works, which in design embodies many features intro- 
duced by American manufacturers. According to reports, this 


Japanese trial locomotive has given good results in the recent 
test. 


MERCHANDISE MAIL RULES 


Third Assistant Postmaster General W. Irving Glover has 
advised postmasters in regard to sealed parcels of merchandise 
which he says are not mailable unless properly labeled, in 
printing. His advisory communication to them follows: 


It has come to attention that postmasters are accepting for mail- 
ing at the fourth-class rates of postage sealed parcels containing 
merchandise which is being returned to the original mailer. It 
appears that these sealed parcels are being accepted for mailing at 
the fourth-class rates because the parcels when originally mailed 
were accepted under the provisions of paragraph 6 (b), section 453, 
Postal Laws and Regulations of 1924. 

The attention of postmasters and postal employees is, therefore, 

invited to the fact that in order for sealed parcels of merchandise 
to be accepted at the fourth-class rates the parcels must be labeled 
in printing to show the nature of the contents, as, for example, 
“‘merchandise—fourth-class mail,” together with the name and ad- 
dress of the sender and the inscription ‘Postmaster: This parcel may 
be opened for postal inspection jf necessary.’’ Sealed parcels on 
which the foregoing is written or stamped may not be accepted at 
the fourth-class rates, but are subject to the first-class rates, as are 
also sealed parcels which do not contain any inscription. 
‘ Sealed parcels of merchandise which are not labeled in printing 
in accordance with the requirements set forth in the regulation 
above mentioned, and are accepted for mailing at the fourth-class 
rates, are rated with postage due at the first-class rate at the office 
of address. This procedure imposes an unwarranted burden on the 
addressees, as well as the Postal Service, and is resulting in many 
complaints, 

Postmasters should at once take such steps as will correct this 
practice and thus eliminate complaints against the Postal Service and 
to this end should refuse to accept at the fourth-class rates of postage 


sealed parcels of merchandise which are not properly labeled in print- 
ing as set forth above. 


INVESTIGATION REFUSED 


The Trafic World Washington Bureau 

The Commission has decided to make an investigation into 

the contract between the New York Central and the McKinney 
Steel Company by which the latter is given the right to buy 90 
per cent of the scrap of the railroad on a price basis calculated 
on the average of prices on steel scrap each month, Pittsburgh 
being the base, plus $1.00 a ton. Inquiry into the contract was 
suggested by dealers in scrap metal. They suggested an inves- 
tigation on. the theory that the New York Central by doing 
away with the usual method of selling scrap, on competitive 
bids, would lose revenue and that, therefore, the question as 
to the propriety of the contract came within the inquisitorial 
powers of the Commission. The suggestion was made that 
the railroad company, by selling under the old method, would 


obtain about $250,000 per year more than under the contract 
with the McKinney Steel Company. ‘ 


In the informal exchange of views following the suggestion 
for an inquiry it was said that instead of losing money the New 
York Central would probably obtain about $200,000 per year 
more than under the other method of disposing of scrap. The 
scrap metal originating in a year on the main lines of the New 
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York Central System has been estimated as worth about $3. 
000,000 per year. 

An inquiry such as the Commission refused to make was 
carried on by the Massachusetts Public Utility Commission jp 
1917 because of the contract which the New Haven and the 
Boston & Maine made with Joseph Josephs & Son of Cincinnati, 
The Massachusetts body expressed the opinion that the older 
so-called competitive bidding system was preferable. 


SHORT LINE ASSOCIATION 

The American Short Line Railroad Association will hold its 
annual meeting at the St. Francis Hotel, San Francisco, August 
13, 14, and 15. The delegates will travel in special cars and 
will gather at several meeting points en route, such as Chi- 
cago, St. Louis and Kansas City. A special train will leave 
Chicago at 6 p. m. August 8, traveling bv wav of Kansas City, 
Pueblo, Salt Lake City and Ogden. While on the coast, the 
delegates will be entertained with trips to Yosemite and other 
scenic points and, following the meeting, will be guests of 
the Canadian Pacific on a trip to Puget Sound. The Canadian 
Pacific will carry the delegates back east. after a trip through 
the Canadian Rockies and to Banff. 





Digest of New Complaints 


No. 15483, Sub No. 3. Kansas City Fuel Oil Co., Kansas City, Mo. 
vs. Santa Fe et al. . 

Unjust, unreasonable, unjustly discriminatory and _ unduly 
preferential rates on fuel oil from points in Kansas and Okla- 
homa to Kansas City. Asks for reasonable and non-discrimin- 
atory rates, and reparation. 

No. 15483, Sub No. 4. Same vs. Same. 
Same as foregoing as to gas oil. Same prayer. y : 
No. 16011, Sub. No. 1. George H. Kelley, Stonefort, Ill., vs. Missouri 
Pacific et al. 

Unjyst, unreasonable and otherwise unlawful rates and charges 
on mine timbers, mine taps, mine props, mine ties and mine bars 
from points of origin in Missouri to Stonefort. Asks for reason- 
able rates, and reparation on shipments since June 6, 1922. 

No. 16028—Wisconsin Cheese Box Manufacturers vs. A. T. & S. F. et al. 

Alleges unjust, unreasonable, unjustly discriminatory and un- 
duly prejudicial rates on wooden cylindrical cheese boxes, in vio- 
lation of the first three sections of the act. Asks for reasonable 
and non-discriminatory_ rates, : 

No. 16029. Florence Chamber of Commerce, Florence, Ala., vs. Illi- 
nois Central et al. - 

Unjust, unreasonable, discriminatory, prejudicial and _prefer- 
ential rates, in violation of Sections 1, 2, 3 and 4 of the act, on 
grain and grain products from Memphis, Cairo, St, Louis, Louis- 
ville, Evansville, Cincinnati and points taking the same rates, 
to Florence, Sheffield and Tuscumbia, Ala. Asks cease and de- 

No. 16031. Oklahoma Publishing Co., Oklahoma City, Okla., vs. 
Santa Fe et al. : . 

Unjust, unreasonable rate, in violation of Section 4, on im- 
ported newsprint paper from Houston, Tex., to Oklahoma City. 
Asks reparation. 


No. 16033. Churchill Compresses, Memphis, Tenn., vs. Columbus & 
Greenville et al. . . : 

Unjust, unreasonable rates and charges, in violation of the 
long-and-short-haul clause, on shipment of flat cotton from 
Greenville, Miss., to Dyersburg, Tenn. Asks reparation. 

No. 16034. H. F. Stanley Lumber Co., Jackson, Miss., vs. Alabama & 
Vicksburg et al. 

Unjust and unreasonable rates on yellow pine Jumber from 
points on the Fernwood, Columbia & Gulf in Mississippi to points 
in Michigan, Missouri, Indiana, Kentucky, Ohio, Illinois and 
Tennessee. Asks reparation. 

No. 16035. Willson Brothers Lumber Co. et al., Pittsburgh, Pa., Vs. 
Albany Southern et al. ‘ ; 

Unjust, unreasonable and discriminatory rates, in violation of 
section 6, on lumber from Conway, S. C., to points in Virginia, 
West Virginia, Maryland, Delaware, Pennsylvania and various 
other eastern states. Asks cease and desist @rder, just, reason- 
able, ee ey eee A and non-prejudicial rates, and reparation. 

No. 16036. Florence Chamber of Commerce, Florence, Ala., vs. Cen- 
tral of Georgia et al. 

Alleges that rates on coal from stations on the Central of 
Georgia, especially from Grants, Ala., to Florence, Ala., are un- 
just, unreasonable and prejudicial to Florence. Asks cease and 
desist order, rate of $1.54 per net ton, and reparation. 

No. 16037. Chamberlin & Barclay, Cranbury, N. J., vs. Clyde Steam- 
ship Co. et al. 

Unjust and unreasonable rates, in violation of the aggregate- 
of-intermediates-rates provision of section 4, on potatoes from 
Hightstown, Cranbury and other points in New Jersey, to Jack- 
sonville, Fla., via Pennsylvania and Clyde Lines. Asks reparation. 

No. 16038. A. W. Taylor, LaPorte, Ind., vs. New York, Chicago & 
St. Louis. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
crushed stone from shipping points in the so-called Chicago dis- 
trict to Stillwell and Kankakee, Ind. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 16039. — Chamber of Commerce, Florence, Ala., vs. South- 
ern et al. 

Unreasonable rates, in violation of sections 1. 2 and 3 of the 
act, on rough broken limestone from Riverton Junction, Ala., to 
Dallas, Tex. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 16040. The Equitable Powder Manufacturing Co., East Alton, 
Ill., vs. Illinois Central et al. ; 

Unjust, unreasonable, discriminatory and preferential rates, in 
violation of the long-and-short-haul clause, on nitrate of soda 
from Gulf ports to Fenn, Ala. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. 16041. The Texas Co., Houston, Tex., vs. Texas & Pacific et al. 

Unjust, unreasonable and unduly prejudicial rates on gasoline 


and kerosene from Gates, Tex., to Port Arthur, Tex., for export. 
Asks reparation. 
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nited States Government 


Freight Services 


North Atlantic Ports to Europe and Africa 


AMERICAN MERCHANT LINE 


New York to London 
Weekly Sailings 

’ London 
Baltimore t Hull 

Norfolk . it 
Leith 

2 Sailings a Month 

Philadelphia to —- 
Boston Leith 


2 Sailings a Month 


Operated by 
J. H. WINCHEST! & CO. (Inc.) 
17 Battery Place New York City 


COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 





Baltimore 
Norfolk t Havre 
Philadelphia ss Dunkirk 
New York 

3 Sailings a Month 
Philadelphia t Bordeaux 
New York “ St. Nazaire 


A Sailing every 20 days 


BLACK DIAMOND LINES 


gag tg ia to Rotterdam 
A Sailing every 20 days 
Philadelphia 
New York ” Antwerp 
2 Sailings a Month 
Baltimore t Rotterdam 
Norfolk » Antwerp 


2 Sailings a Month 





Operated by 
BLACK DIAMOND STEAMSHIP CORP. 
67 Exchange Place New York City 


EXPORT S. S. CORP. 


North Atlantic Ports 
to 
Constantinople, Malta, Greek Le- 
vant ports, Syria to Palestine Coast, 


North Africa (East of Bizerta) 
2 Sailings a Month 


BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 


2 Sailings a Month 
New York to 


Canary Islands and West African ports 
from Dakar to Belgian Congo and Por- 
tuguese Angola; also Azores, Madeira, 
St. Vincent as cargo offers. 


Monthly Sailings 








Operated by 
A. H. BULL & COMPANY 
40 West Street New York City 


MALLORY TRANSPORT 


South and East 
New York t African Ports 
Monthly Sailings 
North Atlantic Ports 


to Azores and Canary Islands, Por- 
tuguese, Spanish Atlantic, Spanish 
and French Mediterranean, West 
Coast of Italy, Adriatic ports; 
North Africa (West of Bizerta). 





3 Sailings Monthly 


Operated by 
MALLORY TRANSPORT LINES (Inc.) 
11 Broadway New York City 


SCANTIC LINE 








Operated by 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


ROGERS & WEBB 


Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) 
42 Broadway New York City 


ORIOLE LINES 














New York Gisesew Baltimore, Norfolk, New York, Boston, 
Philadelphia t Dublin : s Baltimore 
Norfolk Cardiff Philadelphia, Boston 
Baltimore Avonmouth to 

2 Sailings a Month ad Copenhagen and 
iil . Hamburg and Bremen Sichinaion 

orfolk to Liverpool 

Boston Manchester 2 Sailings a Month 2 Sailings a Month 
New York 


A Sailing every 10 days 


Operated by 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 


UNITED STATES LINES 


New York to Southampton 


Operated by Operated by 


ROGERS & WEBB 


MOORE & McCORMACK CO. (Inc.) 
110 State Street Boston, Mass. 


5 Broadway New York City 
















For sailing dates and general information call or write 
the operators or 










A Sailing every 3 Weeks j. ye SMITH G. M. BUSH 
New York 1417—1st Nat.Bank Bldg. 519-20 N. Y. Life Bldg. 
i Detroit, Mich. Kansas City, Mo. 
Plymouth, Cherbourg, R. J. WHITMIRE W. K. KUTNEWSKY 
Bremen 314—2nd Ave., South 921-922 Planters Bldg. 
Weekly Sailings Minneapolis, Minn. St. Louis, Mo. 
Operated by J. Ss HOUSTON T. PARK HAY 


71-73 Porter Bldg. 
Memphis, Tenn. 


UNITED STATES LINES 
45 Broadway New York City 


827-8 Marquette Bldg. 
Chicago, IIl. 











United States Shipping Board Fleet Corporation 
he NR Ros I OAS 








Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal departmen 
will give his opinion in answer to any simple quesfion relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 


Traffic Service Corporation, Colorado Building, Washington, D. C 


Limitations—Misrouting Claims 

Maryland.—Question: I. C. C. Conference Rulings 214 and 
286 state that claims for damages arising from the misrouting 
of freight are reparation claims and that the Commission has 
exclusive jurisdiction over these claims and that the statute of 
limitations, as provided in section 16 of the act to regulate 
commerce governs and that the Commission is without juris- 
diction to take cognizance of claims presented more than two 
years after delivery of shipments at destination. In Conference 
Ruling 214, paragraph D, the Commission grants the carriers 
permission to handle these claims for the Commission. 

Can a carrier accept a claim for damage due to misrouting, 
after the expiration of two years from date of delivery and 
adjust same, having in mind that these claims are for repara- 
tion and handled by the carrier for the Commission, on author- 
ity granted in above conference ruling and that two years is 
the time prescribed within which reparation claims may be 
filed with the Commission, or may they be handled as straight 
overcharge claims and time limitations prescribed in House 
Bill S-2704 apply, when they are filed with the carriers direct? 

Answer: While the Commission has said that it has been 
its practice to consider a claim for reparation on account of 
misrouting as akin to one for overcharges (Gwinn Bros. & 
Co. vs. C. & O. Ry. Co., 56 I. C. C. 298, it does not, as we un- 
derstand, in all respects treat such claims as overcharges. 
See the orders of the Commission in Aetna Explosives Co. vs. 


B. & O. R. R. Co., 63 I. C. C. 213, in which case the Com- ° 


mission modified its first order holding that the complainants 
were entitled to a refund of the “overcharge,” with interest, 
to the extent of holding that the complainants were entitled 
to “reparation,” ‘with interest. We are, therefore, of the 
opinion that the two year and not the three year limitation is 
applicable to such claim. 
Freight Charges—Liability for When Carrier Accepts Without 
Prepayment Shipment for Non-Agency Station 
Maryland.—Question: A shipment of freight is offered by 
a shipper and accepted by a carrier consigned to a non-agency 
prepaid station, and through error, forwarded on the collect 
basis. Publication of your opinion in connection with the fol- 
lowing question would be appreciated: 


As a general thing, would a carrier, after the shipment is 
en route, be privileged or justified when the mistake is noticed, 
in holding the shipment at a junction point or nearby agency 
station until charges are paid, or is it necessary for the carriers 
to deliver the shipment at the non-agency station and then 
endeavor to collect the charges from the consignee, and if he 
refuses, then endeavor to collect from the shipper? This 
question is asked, having in mind if the shipment is held in 
transit, there is a possibility for delay or damage, for which 
the carrier might be responsible if not justified in holding the 
shipment for the charges. 


If the shipment is taken from the non-agency station by 
the consignee, would the consignee or shipper be lawfully 
responsible to the carrier for the charges, or would it be 
necessary to determine whether the shipper or consignee would 
have ultimately assumed the transportation charges and then 
proceed to obtain payment voluntarily, or enforce collection by 
suit, if necessary? 

Answer: Having accepted, without prepayment of its 
charges, a shipment to a non-agency station, a carrier could 
not, in our opinion, without incurring liability for unreasonable 
delay, if there was such, hold the shipment for payment of its 
charges thereon. ‘ 

The consignor, as the party who entered into the contract 
of shipment with the carrier, is primarily liable for the charges, 
but the consignee by acceptance of the freight becomes liable 
therefor. The carrier, therefore, may look to either party for 
its charges where it transports a shipment under circum- 
stances such as described by you. 

Damages—Failure of Carrier to Divert or Reconsign 

Delaware.—Question: Weare confronted-with a situation 
wherein a car consigned to point “D”’ on*the10th of a-certain 
month, leaving shipping point at 5:00 p. m. of that date, or 
later, was diverted at 8:10 a. m. of the next day, the 1lith,-to 
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point “E.” Carriers claim that diversion failed because car 
had passed point “A” where the car had been put in a through 
train for point “D” and also that at point “B,” the place the 
carriers have arbitrarily fixed as a diversion point for point 
“E” when originally consigned to point “D.” 

At point “C,” however, carriers in question maintain a 
break-up yard for cars consigned to point “D,” so as to get the 
cars in proper line for local station placement in point “D” 

The car in question was not due to be placed at point “)” 
until for the market on the 12th, that it sometime during the 
night of the 11th-12th, it having been consigned there to the 
shipper, who after shipment had gone forward sold to his sue. 
tomer in point “E” on a f. o. b. shipping basis. 

It is our contention that at the time this diversion order 
was given, allowing one hour for transmission to the proper 
executive for execution, that this car had not passed point “B” 
but even if so, that it was no further than point “C” and by 
this being so, carrier should have effected diversion and not 
placed car for delivery in point “D,’’ which necessitated re. 
consigning and further delay. 

Carriers in question have a legally published diversion 
tariffs as well as a tariff quoting rates for back hauls on 
diversions when it is necessary in the accomplishment thereof 
and it is our opinion that by shipper giving diversion orders on 
this car, thereby making it known to the carrier amply in time 
before actual placement at original billed destination had taken 
place that it was his desire for car not to go there but rather 
to go to the diverted or new destination, and in view of the 
tariffs mentioned, that unless actual placement at original billed 
destination had taken place at the time such an order was 
received, the carriers have no right to place the car at original 
billed destination after the receipt.of such a diversion order 
and that by their placing car at original billed destination re- 
gardless of the diversion orders given prior thereto, they are 
responsible to the shipper for any delay that occurs in getting 
this car to the diverted destination after allowing a reason- 
able delay period to cover the change in destinations. 

The main point to be brought out is’ this—is it within the 
perogatives of the carriers to carry a car on into original 
billed destination when shipper, or the party in whom title is 
vested, gives them a diversion order legally prior to the actual 
placement at original billed destination, even if the car has 
passed the point the carriers have set up as the regular diver- 
sion point for the new point of destination on shipment en route 
to the original billed destination? 

Kindly quote us the decision you find on this question, 
whether pro or con, and give us excerpts therefrom that would 
enable us to intelligently apply them to the instant question. 

Answer: Under the provisions of their reconsigning tariffs, 
carriers undertake to divert shipments in transit or to recon- 
sign the same before placement at the thhrough rate, plus a 
reconsigning charge. For a failure to observe the diversion 
or reconsigning instructions placed with it, a carrier is liable in 
damages. See Hathaway Lumber Co. vs. L. & N. R. R. Co, 
Unreported Opinion 544; Reeves Coal Co. vs. Pere Marquette 
R. R. Co., 34 I. C. C. 122 and Central Foundry Co. vs. Southern 
Ry. Co., 42 I. C. C. 333; Amber vs. Payne, Agent, 239 S. W. 
588; Davis vs. Stamford Mill & Elevator Co., 42 I. C. C. 333; 
Amber vs. Payne, Agent, 239 S. W. 588; Davis vs. Stamford 
Mill & Elevator Co., 260 S. W. 1081; Jennings Automatic Dump 
Body, Inc., vs. Virginian Ry. Co., 119 S. E. 147. 

While we do not locate a case in which the Commission 
has awarded reparation in the form of damages for delay 
resulting from the carriers failure to divert or reconsign 4 
shipment in view of its opinions in such cases as William 
Danzer & Co., Inc. vs. G. & S. I. R. R. Co, 69 I. C. C. 59; 
Hobart Mill & Elevator Co. vs. Director General, 69 I. C. C. 
412, holding that the Commission has jurisdiction to award 
damages of this nature, where there has been a violation of the 
Interstate Commerce Act, as in the instant case, we are of the 
opinion that reparation can be had through the filing of a 
complaint before the Commission, provided that it be shown 
that the carrier could have, with due diligence, diverted or 
reconsigned the shipment in question, before placement. 

Demurrage—Computing Time 

Michigan.—Question: The capacity of a certain private 
siding is seven cars. On February ist it is filled with seven 
cars under load, according to the carrier’s 7:00 a. m. yard- 
check, three of which cars were unloaded during the same day, 
leaving four cars still under load at 7:00 a. m. of the following 
day. On February 3rd these remaining four cars show empty 
at 7:00 a. m., along with three new cars under load placed 
sometime during the night of the 2nd or early morning of the 
3rd before commencement of business. As the remaining 
four cars of the original seven (shown under load 7.00 a. m. 
of February 2nd) were made empty prior to expiration of 
working hours that day, it is my view a switch had been 
missed..February..2d, and in additioin to an allowance of 
four cars exclusive of February 3rd, consignee should also be 
allowed for a missed switch on February 2nd. Must a carrier 
makeindustrial switches _prior_to a certain hour after 7:00 
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CHICAGO'S MOST MODERN WAREHOUSES 


At CHICAGO or 
KANSAS CITY 


When placing your stock in our warehouses you are enjoying 
the use of the FINEST, MOST MODERN, CLEAN and DRY 
Buildings Erected Expressly for the Storage and Distribution 
of any Class of Merchandise. 
The locations were selected with the sole object of obtaining 
the Best Railroad Service. All of our Warehouses are open for 
inspection and comparison. Our charges are not any higher. 
SOUTH SIDE WAREHOUSES: 5801 to 5967 West 65th St. 
Adjacent to the Great Clearing Interchange Yard. This yard 
handled over 155,000 cars in one month. 
DOWNTOWN WAREHOUSE: Burlington Terminal Bldg., 
on the C., B. & Q. R. R., 3 blocks from the Union Station. 
KANSAS CITY WAREHOUSES: Security Bldg., 1405 St. Louis 
Ave., on the Mo. Pac. R. R., and Brokers Bldg., 1104 Union 
Ave., on the Frisco R. R. Southwest Warehouse: 19th and 
Campbell Ave., on the Santa Fe R. R. 
SEND US A LOT ON TRIAL—RESULTS WILL PLEASE YOU 
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Owned and Directly Supervised by H. D. CROOKS 
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a. m. in order to include such cars on the day’s switch; or do 
all cars spotted at any hour prior to the following 7:00 a. m. 
affect the previous day’s switching? 

Answer: We think you will find the answer to your ques- 
tion in Section 3, Rule 3, of National Car Demurrage and 
Charges, American Railway Association Tariff No. 4-D, Jones’ 
I. C. C. 1466 which provides that on cars to be delivered on 
other-than-public-delivery tracks, time will be computed, from 
the first 7:00 a. m. after actual or constructive placemént on 
such tracks. If the three new loaded cars which appeared on 
your track in the morning check of February 3rd were placed 
either before or after close of business February 2nd, the free 
time does not start to run on those cars until 7:00 a. m. Feb- 
ruary 3rd. Such cars could not be counted against the con- 
signee on February 2nd under the above rule. The four cars 
you speak of as showing under load at 7:00 a. m. February 
2nd, and empty at 7:a. m., February 3rd has been held under 
load but two days and no demurrage could accrue on them. 
If each car had been spotted before unloading, even though 
already placed on your private track, the carrier may have 
prevented you from earning credits for your average agreement 
and for that reason, if you did not secure a spotting service on 
February 2nd due allowance should be made therefor. You 
state your investigation leads you to believe that switching 
service was missed on February 2nd. How do you account for 
the four old cars appearing under load at 7:00 a. m. February 
2nd, and empty at same hour, February 3rd, if spotting-at-your 
door-service is required? Further, in view of three empties 
appearing in the morning check of February 2nd and three 
loads in their place 7:00 a. m. on the 38rd, how could the 
carrier have misséd pulling your track? 

From the facts stated we do not see how you can be 
subjected to payment of a demurrage charge on any of these 
cars up to and including February 3rd; nor do we see any 
grounds for claiming any free-time allowance other than the 
regular 48 hours which you must have received on each loaded 
car, and the detention on each of which car does not seem 
to have exceeded 48 hours. 


Tariff Interpretation: Intermediate Application Via Unrestricted 
Routes Contemplates the Existence of a Route which can be 
Operated in Connection with the Traffic Sought to be Han- 
dled Thereby 


Colorado.—Question: I wish to call your attention to your 
answer to “Pennsylvania” on page 42 of the Traffic World of 
July 5th, 1924, in which you state that “unless the routing from 
origin ‘Y’ is restricted so that it will not apply through Station 
‘X,’ the rate will most certainly apply via all of the local routes 
formed of the lines of the carrier publishing such rate to Station 
‘Y,’ and any station on such route which -would pass by a 
shipment enroute to ‘Y’ would be intermediate to ‘Y.’” 

You have correctly stated, I believe, what was the generally 
accepted rule until the recent decision of the Interstate Com- 
merce Commission in the San Luis Valley Chamber of Commerce, 
et al., vs. James C. Davis, etce., I. €¢. C. Docket No. 13267, re- 
ported in 87 I. C. C. 291. 

In that case the facts were that the Denver, Rio Grande & 
Western was a party to the Transcontinental tariffs and those 
tariffs published rates from various points, including Group J 
points, to the California terminals. One of the Group J points 
is Walsenburg, Colorado. For many vears the tariffs provided 
a routing restriction against routing traffic from points of origin 
on the Rio Grande Road via the Rio Grande to Santa Fe, New 
Mexico, and thence via connections to destination. In 1919 the 
Transcontinental westbound tariff was amended by eliminating 
the routing restriction against the route through Santa Fe, New 
Mexico, but a restriction was provided that the rate from Santa 
Fe, would not apply at intermediate points. the restriction being 
protected by a Fourth Section order. showing that there is a 
physical route from Walsenburg to Santa Fe. 

Alamosa is directly intermediate between Walsenburg and 
Santa Fe on the Rio Grande. A shipper at Alamosa having or- 
ders for delivery at Los Angeles wired the Commission to ascer- 
tain whether there was any reason why the Walsenburg rate 
should not apply at Alamosa on shipments destined to Cali- 
fornia terminals via the Rio Grande to Santa Fe, New Mexico, 
thence via connecting lines. The Commission’s Traffic De- 
partment wired, and later confirmed by letter, that as there 
was no restriction against routing Walsenburg traffic for 
Pacific terminals via the Rio Grande to Santa Fe, New Mex- 
ico, thence via connecting lines to destination, that the Wal- 


senburg rate would apply from Alamosa under the intermediate 
clause. 


The shipper shipped some forty carloads of freight and 
the carriers refused to protect the Walsenburg rates and the 
shipper brought suit before the Commission to secure repara- 
tion. The Commission’s decision is that the Walsenburg rate 
will not be protected because ‘it was not the practice of the 
carrier to move Walsenburg traffic via the Rio Grande to Santa 
Fe. 

* ,l appreciate that this decision is contrary to every other 
decision -which can be found in the ‘books ‘but undoubtedly 
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it will be used by the Commission as a precedent hereafter ty 
defeat shippers’ claims for reparation. Therefore, the yp. 
qualified statement which you make in answer to “Pennsyl. 
vania” may be subject to the qualification that this is the 
general law except on shipments from the San Luis Valley 
*in Colorado. 

Answer: That the Commission’s decision in either the 
San Luis Valley case, 87 I. C. C. 291, or the report inl. &g 
Docket 1412, upon which the San Luis Valley decision is baseq 
constitute a real exception to the Commission’s well established 
rule to the effect that rates will apply via all unrestricteg 
routes formed of lines parties to the tariff, is questionable. 
In “Non-application of Group J Rate From and to D. & R. G. w. 
Stations,” 66 I. C. C. 96, the trans--continental tariff carried the 
broad intermediate rule. There was a line of track via a stand. 
ard guage route, and another line of rails and right-of-way 
making up a narrow-guage track, extremely difficult of oper. 
ation, and according to the Commission’s report quite jp. 
practicable for handling through traffic. It stated in the latter 
case, as it did in the San Luis Valley case, that “the valley 
points are not intermediate to Walsenburg via any route used 
a for through traffic between that point and the coast 
points.” 

The decision does not, in our opinion, create an exception 
to the general rule, because, instead of holding that certain 
rates in a tariff will not apply via a certain unrestricted route 
it denies, in effect, the existence of the route over which traffic 
could move and over which it was sought to apply the rates in 
— on the ground that the route was not a practicable 
route. 

Tariff Interpretation—Application of Basing Books 

Missouri.—Question: In supplement 5 to Grand Trunk Rail- 
way System I. C. C. No. 3076, Saylesville, R. I., is shown on 
ae Mashashuck Valley Railway Company as taking Boston 
rates. 

This carrier is not shown as a party to Jones’ tariff 233-B, 
I. C. C. No. 1242. The question is, does the fact that this carrier 
is named in the basing book establish a through rate to Sayles- 
ville, even though the destination carrier is not shown in the 
tariff naming the Boston rate. 

Kindly furnish reference to any decision of the Commission 
which you are able to locate in connection with your opinion 
in regard to this matter. 

Answer: This question is answered by Paragraph B, of 
Rule 15 of Tariff Circular 18-A, which reads as follows: 


A tariff may contain rates to base points which must be con- 
curred in by intermediate and terminal carriers over the lines of 
which the rates apply to such base points, and when the issuing 
carrier is a party under proper form of concurrence or power of 
attorney in a billing or instruction book, such tariff may provide 
for the application of rates to points as specified in the billing of 
instruction book by specific provision in the tariff, and reference 
to the I. C. C. number of the billing or instruction book. It is not 
necessary that such tariff should specify names and concurrence 
forms and numbers of the intermediate and terminal. carriers which 
are shown as participating carriers in the billing or instruction 
books. The billing or instruction book is made a part of the tariff 
by specific reference, and the carriers concurring in the billing of 
instruction book are thereby made lawful participants in the ap- 
plication of the rates named in the tariff to the points on _con- 
curring carrier’s line, as authorized in the billing or instruction book. 


See, however, in this connection Boston Wool Trade Asso- 

ciation vs. Director General, 81 I. C. C. 131. 
Demurrage—Unclaimed v. Refused Shipments 

Missouri.—Question: Under date of February 2, 1924, 4 
shipment of hay was billed from X, Mo. to Y, La. The ship- 
ment arrived at Y, La. on February 15th, consignee was noti- 
fied the same date, but the consignee did not refuse the ship- 
ment until Feb. 18th, and immediately on receipt of notice of 
refusal, the agent of the A Railroad wired us that the shipment 
was on hand refused. We immediately wired the consignee 
and finally allowed them a discount on the shipment. The 
agent’s wire notifying us of the refusal was the first informa- 
tion that we received as to the status of the shipment. We 
contend that Jones’ Tariff 4D, Item 6, Rule 4, Section E, Para- 
graph 1 provides that the Railroad Company should have 
notified us within twenty-four hours after the consignee in- 
spected the shipment, as the car was billed to allow inspection 
and because they did not accept the shipment immediately 
after inspection this denotes a refusal and the agent should 
have wired us accordingly. The Railroad Company is contend- 
ing that there is no interpretation in the above named tariff 
that forces the carrier to notify the shipper within twenty-four 
hours after arrival. 


Will you please give us your interpretation of the above 
named tariff on such a shipment? If possible recite any cases 
that have been decided of this nature. 

Answer: The Commission’s opinion in Republic Coal Co. 
v. C. St. P. M. & O., 85 I. C. C. 331, in our opinion, is applicable 
to the facts set forth by you. In this case the Commission 
held, in effect, that, until a shipment is definitely refused, it is 
an unclaimed and not a refused shipment. On page 333 of its 
opinion in the above referred to case, the Commission said: 


The question in «eonnection with the Hammond shipments is 
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Should they be classed as unclaimed or as refused shipments, or 
as either? If it is found that they were neither unclaimed nor 
refused, complainant asks the establishment of a rule to apply in 
such circumstances, substantially similar to rule 8, section D, ap- 
plicable to refused shipments. n view of the consignee’s expressed 
intention of accepting the shipments, they cannot be regarded as 
having been refused prior to its definite refusal on January 13, 1920. 
However, the term ‘“‘unclaimed’”’ implies, in the absence of an actual 
refusal the failure of the consignee of the shipment to claim or accept 
it. The mere advice to the carrier that it expects to accept sometimes 
is not the equivalent of claiming the shipment, which would contem- 
plate a demand for delivery and a readiness to pay the charges. This 
the consignee in the present instance did not do. It was therefore de- 
fendant’s duty, after the expiration of five days following the giving 
of notice of arrival of car H. V. 3614, to notify complainant that it 
was unclaimed, and, having failed in this duty, it could not lawfully 
demand demurrage for the detention thereafter and until notice of 
the final refusal was transmitted in accordance with its tariff. 
Car C. B. Q. 176869 was refused and released at the expiration of 
five days, and was subject to demurrage while detained. 


Participation by Carriers in Deficits on Citrus Fruits 

Florida.—Question: A shipper of citrus fruit in Florida 
makes shipment of a car of citrus fruit to a certain western 
market. Car arrives in off condition and is refused by consignee 
and sold by delivering carrier for freight charges. The ship- 
ment was handled by say five carriers from point of shipment 
to destination, four of whom participated in Note No. 17 of the 
ee Orange-Pineapple Tariff No. 8, while the fifth carrier 

id not. 

Owing to the fact that all five carriers did not participate 
in the above ruling, would the shipper have to pay the deficit 
between what was realized for the fruit and the regular 
charges? Or, would the carrier who was not a party to the 
ruling collect his regular pro-rata revenue, and the four other 
carriers who were’ parties to the ruling pro-rate the revenue 
that was left after the nonparticipant carrier had received 
his full revenue? 

Answer: The note in question reads as follows: 


When perishable shipments shipped from point of origin in good 
condition become deteriorated in transit and are unclaimed or re- 
fused at destination by the consignee or by the party notified in 
case of order notify shipments, they may be sold by the final carrier 
for account of whom it may concern, and if the amount realized 
from such sale is less than the amount assessable against the ship- 
>t under the carrier’s tariffs, the charge for the transportation of 
sa 
ices in connection therewith, 
realized from such sale, 


shall in such cases be the amount 
less the selling cost, provided, however, 
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that if, at such sale, the goods are sold to the consignor or the 
original or ultimate consignee, or to any one representing such 
consignor or consignee, the transportation or other charges published 
in the carriers’ tariffs shall apply and this rule shall be inoperative 

Further, divisions as between interested carriers shall be 9 
the basis of revenue in proportions to earnings from point of origin 
to final destination (terminal charges and _ transportation arbitraries 
to be included in revenue of carrier receiving same, provided that 
in event it is clearly shown that the deterioration of a shipment 
is the result of negligence of one or more carriers handling the 
shipments, nothing in this rule shall be construed as relieving such 
negligent carrier (or carriers) of liability under the appropriate 
Freight Claim Rules with respect to either transportation or other 
charges under carriers’ published tariffs on any claim of owne 
for damage to property. 

This rule will not soy in connection with the Atchison, Topeka 
& Santa Fe Railway, Chicago Great Western Railroad, Chicago 
Rock Island & Pacific Railway, Great Northern_ Railway, Maine 
Central Railroad, Missouri-Kansas-Texas Railway, he eo Char. 
tiers, & Youghiogheny Railway, St. Louis & Hannibal Railway, and 
Stewartstown Railroad. 


With respect to a shipment which moves over four lines 
which are a party to and a fifth line not a party to the note 
in question, there seems to be no doubt but that the fifth line 
must be allowed its full proportion of the tariff rate, the other 
carriers prorating the remainder of the amount received from 
the sale of the freight. It might well happen, however, that 
the proportion of the through rate, accruing to the non-partici- 
pating carrier will equal or exceed the proceeds of the sale. 

In Conference Ruling 314, the Commission said with certain 
qualifications, that it is the duty of common carriers to exhaust 
their legal remedies to collect undercharges. 

We are, therefore, of the opinion that the provisions of 
the above quoted note, insofar as they provide that the pro- 
ceeds of the sale of the goods shall constitute the charge for 
the transportation of such shipments, is unlawful, except in the 
instances referred to in the Commission’s Conference Ruling 
314, as interpreted May 4, 1918. In its interpretation of Con- 
ference Ruling 314, the Commission said: 


In Conference Ruling 314 the Commission held it to be the duty 
of common carriers to exhaust their legal remedies to collect under- 
charges. But the Commission has pointed out from time to time 
and now holds that this ruling does not require the filing of a suit 
where the party is liable for the undercharge cannot be located, or 
service cannot be made, or where upon investigation by the carrier 
in good faith it is found that legal process would be futile and 
ineffectual. 


| Docket of the Commission 


MIRE e tone ons thnrcsons 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too fate to show the change In 
this Docket will be noted elsewhere. 


July 28—New Orleans, La.—-Director Mahaffie: 

Finance No. 4049—In the matter of the application of the Missouri 
Pacific R. R. Co. for authority to acquire control of the New 
Orleans, Texas & Mexico Ry. Co. by purchase of its capital stock 
and to issue all or any_part of $18,000,000 principal amount of Mo. 
~~ ed Co., N. O. T. & M. Ry. Co. collateral 7% fifteen-year 
gold notes. 


July 28—St. Louis, Mo.—Examiner Carter: 


{ and S. No. 2143—Cement from Illinois and Missouri points to 
L. H. & St. L. Ry. stations. 


July 28—Superior, Wis.—Examiner Gault: 


15671—E. Kaner, doing business as Wisconsin Iron & Metal Com- 
pany vs. C. St. P. & O. Ry. et al. 


July 28—Omaha, Nebr.—Examiner Mackley: 
18866— 


- "weneneed Manufacturing Company vs. Arizona Eastern Ry. 
et al. 


July 28—Florence, Ala.—Examiner McChord: 
15865—Fiorence Chamber of Commerce, Florence, Ala., vs. L. & N. 
R. R. et al. 

July 28—Dallas, Texas—Examiner Butler: 
15781—Fred M. Lege, Jr. vs. C. R. L & G. Ry. et al. 

July 28—Salt Lake City, Utah—Commissioner Lewis: 

14543—H. C. Farrell vs. C. M. & St. P. Ry., Director-General, et al 

15797—Western Metals Company vs. Director-General. 
July 2S—Duluth, Minn.—Examiner Gault: 

1 Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
15824—The Grand Forks Commercial Club vs, C. & N. W. Ry. et al. 
July 29—Omaha, Nebr.—Examiner Mackley: 

15762—Omaha Grain Exchange vs. Atlantic Northern Ry. et al. 

.July 29—Dallas, Tex.—Examiner Armstrong: 
é. ~ S. No, 2175—Tin terne and black plate, defined territories to 
exas. 
July 30—Washington, D. C.—Examiner Burnside: 
13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
R. R. Co. (Wm. . Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their connections. (Fur- 
ther hearing). 
July 30—Williamson, W. Va.—Examiner Carter: 
15906—The Traffic Bureau, Williamson Chamber of Commerce vs. 
A. C. & Y. Ry. et al. 
—— Hardware & Furniture Co. et al., vs. B. & O. R. R. 
e 4 
July 30—Chattanooga, Tenn.—Examiner McChord: 


15745—Chattanooga Manufacturers’ Association et al. vs. N. O. & 
N. ER. R. et al. 


July 31—Duluth, Minn.—Examiner Gault: 
1. and-S. No. 2168—Cancellation rule for constructing combination 
rates on common brick. 


July 31—Louisville, Ky. Examiner McChord: 
15893—Louisville Cement Company vs. Southern Ry. et al. 


July 31—Texarkana, Ark.—Examiner Butler: 
1e776—4 States Grocer Company vs. K. C. S. Ry. et al. 


August 2—Fort Smith, Ark.—Examiner Armstrong: 
t, — S. No. 2169—Lumber from St. Louis, Mo., 
. points. 


August 5—San Francisco, Cal.—Commissioner Lewis: 


to Arkansas 


——e Quartz Company of California vs. Director- 

eneral. 

1. and S. No. 2040—Express weights on asparagus from Arizona 
and California. 


August 6—Washington, D. C.—Examiner Konigsberg: 

* 5504—Cotton Manufacturers Ass’n of South Carolina vs. C. C. & O. 
Ry. of S. C., Director General, et al.. (further -hearing solely 
for purpose of affording complainants opportunity to prove damage 
on shipments covered by the decision). 


Ava 11—Los Angeles, Cal.—Commissioner Iewis: 


242—Consolidated Lumber Company vs. Director-General, and 
L.A. & S&S. L. RB. R. 
15542—Los Angeles Pressed Brick Company vs. Pacific Electric Ry. 


et al. 


August 12—Los Angeles, Cal.—Commissioner Lewis: 
15684—The Lumbermen’s Exchange vs. Southern Pacific et al. 


August 19—Tawas City, Mich.—Public Utilities Comm. of Michigan; 
* Finance No. 3547—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its line, Indian River Branch. 
* Finance No. 3548—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its Lincoln Branch, 
ss — Paul, Minn.—Commissioner Campbell and Examiner 
eeler: 
14785—In the matter of charges for passengers traveling in sleep- 
ing and parlor cars. 
11567—Order of the United Commercial Travelers of America V5. 
Pullman Company. F 
September 2—Hays, Kansas—Public Utilities Commission of Kansas: 
Finance No. 3529—In the matter of the application of the Golden 
Belt Railroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 
Sept. 3—Washington, D. C.—Examiner Law: 
Finance No. 3647—Excess income of Buffalo and Susquehanna. 
September 3—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 192—In re tentative valuations of the properties of 
the New York, Ontario & Western Ry. Co. et al. 


Val. Dkt. No, 225—In re the tentative valuation of the property of 
Middletown & Unionville R. R. Co. 
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for more 


than 25 years 


When you use the facilities of this 
organization to deliver l.c.1l. ship- 
ments available for consolidation, 
you call to your service a body of 
men trained for more than a quarter 
of a century in all the intricacies of 
rates, routing and handling. 


Is it any wonder that the cost of 
these small shipments is so close to 
the car-load rate, that the goods are 
delivered quickly and that claims 
are few? 


Write our nearest office for rates 
and delivery dates on your next 
lic. l. shipment. It will be well 
worth your while. 


TRANS-CONTINENTAL FREIGHT CO. 


Gen’l Offices: 203 So. Dearborn St., Chicago, Ill. 
East’n Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 








Se ee ne eee Van Nuys Bide. 
I, oo: 5: 60.000 ng segmasiules.<e6eemsonn Monadnock Bldg. 
Portland, Ore........ .13th & Kearney Sts. 
Seattle, Wash ....L. C. Smith Bldg. 
a, BS een ae eran eee 1700 15th St. 
Boston, Mass..... .-Old South Bldg. 
6.5. od oe dca auienieembieeeeseous Ween nan Drexel Bldg. 
Se ee ee eee Ellicott Square 
Cleveland, . Ses coe. colighininet alithaieso vaaniesore nine Raton nae Hippodrome Bldg. 
Cincinnati, Dette Ma Glo® p66 4inwre Sweat wees ent Union Trust Bldg. 
Salt Lake ay, RG a GK ws aen ea nerad 136 South 4th West St. 


Consolidators of machinery, merchandise, 
household goods, automobiles, etc. 
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CHESAPEAKE =¢ OHIO RAILWAY 


Between EAST and WEST 





THE POPULAR SCENIC ROUTE BETWEEN 
WASHINGTON 


THE NATION’S CAPITAL 


AND THE WEST 


A wonderful scenic trip through the Blue Ridge and Alleghany Mountains 
An ever changing Panorama of Wonder Scenes 








THROUGH PASSENGER ROUTES 
CHESAPEAKE ¢ OHIO RY. | sewvoax 


ad 


7 
N , 
CHARLESTON VAHOT spRincs CHARLOTTIENLE #'GoRoONSvILLE 


s 
LEXINGTON ASHLAND ; 
+ ée ~ 
. WHITE SULPROR CLIFTON FORGE 


a 


ALY NCHBURG 


O NASHVILLE 





{ 
OF MEMPHIS 


Three all-steel fast trains daily each way between Washington and Cincinnati. 
Sleeping cars between Washington and St. Louis, Chicago, Louisville and Cincinnati; 
and between Cincinnati, Louisville and New York via Washington. Connections made 
at Chicago and St. Louis for the West and Southwest. 





Such trains as the famous “‘F F V” and the “Old Dominion Limited” are noted 
for comfort, safe schedules and dining car service par excellence. 


Stop-overs permitted on through tickets at the famous White Sulphur Springs, 
W. Va., Hot Springs, Va., and Washington, D. C. 


‘‘The Alps, The Rhine and the Battlefield Line’’ 


J. D. POTTS, Passenger Traffic Manager, Richmond, Va. T. H. GURNEY, Asst. General Passenger Agent, Cincinnati, Ohio 
F. E. LANDMEIER, Western Passenger Agent, St. Louis, Mo. R. E. PARSONS, District Passenger Agent, Louisville, Ky. 
O. N. SPAIN, Eastern Passenger Agent, Washington, D.C., and 299 Broadway, New York City 
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‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


BALTIMORE & 


NNSY VAN, 
\ RAILROAD 4 
SYSTEM 


Western Warehousing Co., Chicago, Il Pennsylvania Terminal Warehouse Co., St. Louis, Mo. [> 
Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 

Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 


ENRICO GE OS IEE RUIN ss 


bs PEE 
ee 











United States Government 
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Freight Services 


AMERICAN MERCHANT LINE 


New York to London 
Weekly Sailings 


: London 

Baltimore t Hull 

Norfolk ‘ Leith 
2 Sailings a Month 

' ? London 

Philadelphia in Hull 

Boston Leith 


2 Sailings a Month 


Operated by 
J. H. WINCHESTER & CO. (Inc.) 
17 Battery Place New York City 





COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 


Baltimore 
Norfolk t Havre 
Philadelphia . Dunkirk 
New York 

3 Sailings a Month 
Philadelphia t Bordeaux 
New York 7 St. Nazaire 


A Sailing every 20 days 
Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) 
42 Broadway New York City 






New York a a 
Philadelphia 4. Dublin 
Norfolk Cardiff 
Baltimore Avonmouth 
2 Sailings a Month 
Baltimore 
Norfolk to Liverpool 
Boston Manchester 
New York 


A Sailing every 10 days 


Operated by 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 


UNITED STATES LINES 


New York to Southampton 
A Sailing every 3 Weeks 
New York 
to 


Plymouth, Cherbourg, 
Bremen 


Weekly Sailings 


Operated by 


UNITED STATES LINES 
New York City 


45 Broadway 





United States Shipping Board Fleet Corporation 


BLACK DIAMOND LINES 


Philadelphia 


et to Rotterdam 
A Sailing every 20 days 
Philadelphia 
aut Veal to Antwerp 
2 Sailings a Month 
Baltimore _ Rotterdam 
Norfolk Antwerp 


2 Sailings a Month 






Operated by 
BLACK DIAMOND STEAMSHIP CORP. 
67 Exchange Place 


New York City 


EXPORT S. S. CORP. 


North Atlantic Ports 
to 
Constantinople, Malta, Greek Le- 
vant ports, Syria to Palestine Coast, 


North Africa (East of Bizerta) 
2 Sailings a Month 


\ 
Operated by 
THE EXPORT STEAMSHIP CORP. 
25 Broadway 


New York City 


North Atlantic Ports to Europe and Africa 


BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 


2 Sailings a Month 


New York to 


Canary Islands and West African ports 
from Dakar to Belgian Congo and Por- 
tuguese Angola; also Azores, Madeira, 
St. Vincent as cargo offers. 


Monthly Sailings 


Operated by 


A. H. BULL & COMPANY 
40 West Street New York City 


MALLORY TRANSPORT 


South and East 
New York to African Ports 
Monthly Sailings 
North Atlantic Ports 


to Azores and Canary Islands, Por- 
tuguese, Spanish Atlantic, Spanish 
and French Mediterranean, West 
Coast of Italy, Adriatic ports; 
North Africa (West of Bizerta). 
3 Sailings Monthly 
Operated by 
MALLORY TRANSPORT LINES (Inc.) 
11 Broadway New York City 





ROGERS & WEBB | SCANTIC LINE 


Baltimore, Norfolk, 
Philadelphia, Boston 
to 


Hamburg and Bremen 
2 Sailings a Month 


Operated by 


ROGERS & WEBB 
Boston, Mass. 


110 State Street « 











New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 
2 Sailings a Month 


Operated by 


MOORE & McCORMACK CO. (Inc.) 
5 Broadway New York City 








For sailing dates and general information call or write 


the operators or 


J. T. SMITH 
1417—1st Nat.Bank Bldg. 
Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South 
Minneapolis, Minn. 
J. S. HOUSTON , 
71-73 Porter Bldg. 

Memphis, Tenn. 


G. M. BUSH 
519-20 N. Y. Life Bldg. 
Kansas City, Mo. 


W. K. KUTNEWSKY 
921-922 Planters Bldg. 
St. Louis, Mo. 


T. PARK HAY 
827-8 Marquette Bldg. 
Chicago, III. 








August 


. 


I 
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SANTA FE $5,000,000 TERMINAL BUILDING 


The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 











The location is a time-saving eie- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 







UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 
















UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 










UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 





UNIT 4, to be occupied by National 
Distributors. 











With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 





Contract for space by applying to 


DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 
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Where to reach them 





Mason and Dixon's Line 


—maintained no off-line agencies, no gateways, no staff of operating, engineering, 
accounting or traffic officers; no traveling men, no trainmen, no sectionmen. It needed 
none of these—being a dividing, not a connecting line. It built no branches, ran no 
excursions, developed no industries, and, though once considered of great importance as 
the dividing line between free and slave territory, it is now merely a memory in the minds 
of older citizens and probably not known at all by younger generations who know no 
North, no South, no East, no West, or, if they do know them, are interested not in divid- 
ing them or making boundaries between them, but in uniting and binding them by closer 
and ever closer ties into a great, free, patriotic and progressive Nation of people whose 
solidarity on the right side of questions affecting the welfare of mankind forms a safe- 
guard and furnishes a beacon to the struggling peoples of all the world. 


In the welding of the 48 commonwealths which form this great Nation into an indus- 
trial and commercial Union—thus creating relations which cement the political alliance— 
the railroads have played and still play a vital part. Prominent among these ties that 
bind are the— 


SOUTHERN PACIFIC LINES, 
13000 Miles of Railroad—4000 Miles of Steamship Lines 





For information 


&) Address, ‘‘General Agent, Southern Pacific Lines”’ ®&) 


—The Postman Knows Him 


oes peers Fe. IrT iC. LINES 





